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ADVANCED RATE PROCEDURE 


If it be true that Commissioner Clark engineered 
the advanced rate amendment to the act enlarging 
the Commission and that he did so with the design 
of getting the much needed legislation passed by 
means of an amendment that would satisfy mem- 
bers who were bent on striking a blow at the rail- 
roads, but which would do no harm, since he had 
in the back of his head a plan to make it result in 
nothing but a slight change in procedure, he is 
entitled to credit for his ingenuity, though we 
imagine the lawmakers who have been fooled will 
bear him in mind. They cannot be expected to see 
the necessity for their being led in this manner. 

However that may be, the method of procedure 
which the Commission seems likely to adopt be- 
cause of this new law, and for which credit is given 
to Commissioner Clark, is extremely ingenious and 
calls for the minimum of confusion and change. 
The tentative plan is described elsewhere. Briefly, 
it provides that in simple cases when permission is 
asked to file a tariff bearing increased rates, the 
carrier merely appears and explains its desires, and 
after the proposed rate is approved the tariff is filed 
and is subject to all the proceedings, possible or 
mandatory, after filing under the old law. In more 
important cases there will be an informal hearing 
or conference, at which shippers will be invited to 
be present, before approval for filing. In big cases 
the Commission will initiate ex parte proceedings, 
as it did in the recent fifteen per cent case, and 
when the formal hearings under such proceedings 
are over, the tariffs, if approved, will be filed, be- 
coming effective, perhaps on short notice. 











mission, with respect to all but what are called 
“big” cases, has to do entirely with rates that are 
approved without formal hearing. Nothing is said 
about rates that are not approved. It may be that 
the Commission has simply not worked out its 
program that far or there may be a deeper reason 
for the omission. The reason may be that the 
Commission intends, except when there are obvious 
reasons to the contrary, to approve all rates sub- 
mitted for filing, thus permitting the new law to 
have practically no effect, merely going through a 
few motions to comply with its letter. It could not 
be criticized for confining its compliance to the 
mere letter, for nobody knows what the spirit’ is. 

That the Commission is able to do this, if it 
wishes, is due to the somewhat uncertain language 
of the new statute which, in providing that no in- 
creased rate shall be filed until after approval 
thereof by the Commission, says that such ap- 
proval may be given without formal hearing and 
“in such case shall not affect any subsequent pro- 
ceeding”—that is, any proceeding previously pre- 
scribed by law to take place after the filing of a 
tariff. The Commission can proceed on the theory 
that the converse must then be the rule and that if 
approval were given after formal hearing, subse- 
quent proceedings would be affected. Therefore, 
approve all proposed increases, except in so-called 
big cases, “without formal hearing,” allow the tar- 
iffs to be filed, and then go on, as has been the 
custom, with “subsequent proceedings.” 

By this means every right or privilege to which 
anyone has been accustomed or entitled will be 
preserved. There will simply be a little more work 
for the Commission incident to the hearings or con- 
ferences before the tariffs are permitted to be filed, 
and some additional burden on the carriers through 
their having to obtain the consent of the Commis- 
sion before filing tariffs, instead of filing them as a 
matter of right and routine as they have been ac- 
customed to do. These injustices or hardships, 
however, compared to the harm that could be 
worked under this law if the Commission were not 
extremely desirous of administering it without 
causing harm, and ingenious enough to find a way 
to do it, are of little importance. They can be made 
almost infinitesimal according as the Commission 
is disposed to make the hearings before filing a 
mere matter of form or perhaps to dispense with 
them altogether. “Without formal hearing” may 
also mean without informal hearing. And, so far 
as the carriers are concerned, the hardship may be 
offset, at least in part, by a saving in printing bills, 
as is pointed out elsewhere in our Washington 
correspondence. There is still to be made clear 
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the point as to whether, in asking the approval 
of the Commission for the filing of an advanced 
rate, the carrier must submit the completed tariff 
or may merely make some form of statement as 
to its intentions. But if the Commission adopts the 
program above outlined this, too, is a mere matter 
of detail and the burden can be made light at will. 

Thus, by simply allowing proposed advanced 
rates to be filed “without formal hearing” the Com- 
mission may confound the makers of the law, main- 
tain its reputation for fairness and justice, and con- 
tinue “business as usual.” If that is not the exact 
program it has in mind, we suggest that it go a 
step further than perhaps it has intended and adopt 
this Sovereign remedy for the ills that might be in- 
curred under this new law. And the ills are many, 
as we have previously pointed out. That the Com- 
mission seems to have found a way out without 
much disturbance or any serious hardship to any- 
one is no excuse for the legislators who enacted this 
thoughtless measure, making the essential rights of 
both shippers and carriers subject entirely to the 
desires of the members of the body administering 
it. 

Late advices as to the plan of eastern carriers to 
take advantage of the situation in order to get ap- 
proved the fifteen per cent advances that were re- 
cently refused by the Commission, might indicate 
that the procedure adoped by the Commission un- 
der the law with regard to tariffs in transit at the 
time it became effective, has permitted a miscar- 
riage of justice, but from what we know at this 
writing we think the carriers have merely misin- 
terpretd the Commission’s announcement. At 
‘any rate, the fifteen per cent advanced rate tariffs 
now to be filed anew cannot become effective 
through any trick. Another hearing is the best the 
carriers can obtain. It is possible that this is all 
they expected, hoping that additions to be made to 
the Commission may enable them to get a majority 
with them this time. 


INCREASES IN MINIMUM WEIGHTS 


It is understood that the proposal of the West- 
ern Classification Committee to increase minimum 
weights pretty generally all the way through its 
new book may encounter the opposition of the rail- 
roads’ war board. The matter was discussed at a 
meeting of the board August 15, and it is said that 
the idea was put forward generally that now is not 
the time to make such* increases in minima—that 
better results in the way of heavier loading can be 
obtained from shippers by appeals to their patriot- 
ism than by tariff increases in minimum weights. 

There are two sides to the question, as there are 
to most questions. Undoubtedly much can be and 
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is being accomplished by appealing to the patriot- 
ism of shippers to conserve equipment by loading 
efficiently, and undoubtedly many shippers would 
be made more or less angry if- an attempt were 
made to compel them by tariffs to do what they 
are already doing voluntarily. The effect might be 
that they would decrease their efforts and do only 
what they were absolutely compelled to do. 

On the other hand, it is to be said that if a hizher 
minimum is proper and fair, there ought to be no 
objection to putting it in the tariff in order that the 
shipper who is not actuated by patriotic motives 
may be compelled, nevertheless, to do the right 
thing. And, of course, it is to be expected that no 
increase that was not proper would be permitted by 
the Commission. 

Still, there is more or less feeling among ship- 
pers that an attempt is being made to take advan- 
tage of the war situation to get into the tariff 
higher minima that it would be hard to reduce after 
the war is over. 

Inasmuch as Chairman Fyfe has not yet filed any 
such tariff and his committee has not yet even held 
its meetings with shippers to discuss the matter, 
it will be comparatively easy for the railroads, if 
they feel that way about it, to head off the move- 
ment without any great commotion. 


THE NEW PRIORITY LAW 

The probability that the President’s first priority 
order will be issued with a view to increasing the 
number of cars for hauling lake cargo coal shows 
why Congress should have required the President 
to make the Interstate Commerce Commission his 
agent for issuing such orders. Giving the lake 
cargo coal trade more cars means giving fewer to 
other industries. The question that instantly arose 
was what industry could lose cars with the mini- 
mum of damage to the public interest. The oper- 
ators in the Pittsburgh, Fairmount, and No. 8 dis- 
tricts, admitting they were filling contracts for coal 
at more than $3 a ton at the mines, agreed to send 
half their output to the lakes for transshipment to 
the northwest, if the government would assure them 
100 per cent of the cars they could load. Accord- 
ing to the figures then in hand at the Geological 
Survey for the week ended July 28, the mines in 
western Pennsylvania were receiving 84.3 per cent 
of the number of cars they could load, and those in 
Ohio were receiving 81.3 per cent. The mines that 
week had a smaller production than the preceding 
week, the production amounting to only 74.6 per 
cent of full capacity. According to the bulletin, car 
shortage was responsible for 16.5 of this shortage 
of 25.4 per cent of the full working capacity. [n 

(Continued on page 393) 
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iCurrent Topics 
in Washington 


Railroads and War Revenue Tax. 
—If the war revenue tax bill becomes 
law as reported by the Senate finance 
committee the second time, the Sec- 
retary of the Treasury will have to 
look into the affairs of every railroad 
company that at the end of six 
months has any undivided income 
from the preceding year, to see 
whether the company having such un- 
distributed income shall pay a tax of 
ten per cent thereon. The proposed law says the tax 
shall not apply to “that portion of such undistributed net 
income which is actually invested and employed in the 
business or is retained for employment in the reasonable 
requirements of the business. Provided, that if the Sec- 
retary of the Treasury ascertains and finds that any por- 
tion of such amount so retained at any time for employ- 
ment in the business is not so employed or is not rea- 
sonably required in the business, a tax of fifteen per 
cent should be levied, assessed, collected and paid thereon, 
and the finding and ruling of the Secretary of the Treas- 
ury, in any and all such cases, shall be conclusive and 
final.” That is the way the bill now reads. When the 
finance committee first reported it July 3, the provision 
made special provision for the railroads. It exempted 
them from the tax on that part of the undivided net 
income devoted to extensions, improvements, and better- 
ments expressly approved by the Interstate Commerce 
Commission. After that provision was reported influence 
was brought to bear from the Treasury and, it is under- 
stood, from other quarters, making the Secretary the 
judge as to whether that part of net income set aside 
for putting back into the business was reasonably re- 
quired in the business. It has: taken the judging from 
the Interstate Commerce Commission, the body that is 
supposed to know more about railroads than anybody 
else in the public service, and committed it to the hands 
of the Secretary of the Treasury, who knows no more 
than any and every well informed man is supposed to 
know about railroad maintenance. 











Appointments to the Commission.—The President has 
been expected to name the three additional Interstate 
Commerce Commissioners this week, but there is now 
another report that he will not do so until October. Al- 
though there has been a report that he had decided he 
would not appoint a state commissioner, the talk has be- 
come exceptionally strong that E. L. Travis, the North 
Carolina commissioner, is to have one of the places. A 
later report is that the President said he would not ap- 
point a state commissioner whose position on the Shreve- 
Port case had been such as to make it impossible for 
him to uphold what the federal Commission and the 
courts have done in that matter. That, of course, is a 
decidedly different declaration. George W. Anderson, 
United States Attorney at Boston, intimate friend of 
Justice Brandeis, is one of the men whose names have 
been mentioned by men who have access to the few per- 
sons wiih whom the President appears occasionally to 
consult in such matters. That would fill the two va- 
cancies ‘0 which the Democrats are entitled. The com- 
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ment as to the third runs to the effect that the contest 
lies between Wheeler of San Francisco and Max Thelen, 
with few chances for the latter. The name of William 
Denman, former chairman of the Shipping Board, has 
also been mentioned. His appointment would make it 
necessary to find a non-Democrat in the east or south, if 
the President paid any attention to geography. 





Getting the Goat of the Knockers.—The railroad press 
agents have acquired, from some of those who have 
helped in regulation, the animal that brings luck to a 
racing stable, whether by its dulcet singing or pleasing 
odor no one has ever explained. They have done the 
goat-getting by suggesting that it is an outrage for any- 
one to “pan” the railroads, which, it is understood, in- 
cludes pointing out faults that might be remedied, though 
the inference created by the press agents is that criticism 
is senseless and useless. Sometimes officials and em- 
ployes of the Commission have likewise spoken sharply 
concerning those who have intimated that the public was 
not getting value received in the product of the Com- 
mission. A suggestion to both is that the public is 
entitled to take a hack at both the railroads and the 
Commission, because they are all in the public service. 
They are all getting their money from the public and 
are under moral, if not legal, obligation to listen to what 
the boss has to say, even if at times what he says sounds 
foolish. The point is made that nobody is required to 
remain in the service of a railroad, nor is anybody re- 
quired to remain in the public service, outside the army 
and navy in times of war, and, bluntly, if a railroad offi- 
cial does not like what the public hands him he can go 
raise potatoes, and if anybody on the payroll of the 
Commission does not like the way the public talks about 
or to him, the resignation blank is always within reach 
and the hay field is always smiling, or the old “private 
practice” shingle can be renovated or a new one acquired 
for a few dollars. 





As Gaston Said to Alphonse.—This thing of troweling 
credit to the point where it belongs is something requir- 
ing the eye and the hand of an artist. In reference to 
the talk about the doctrine of variance in the pleadings 
in I. and S. No. 774, the Central Freight Association 
coal case, Francis B. James arose during the week, bowed, 
and pointed to Attorney-Examiner C. R. Marshall, author 
of the report in that case, as being entitled to wear 
the laurels. Mr. James admitted that he called attention 
to the fact that there had been a shifting of ground, or 
digression, as T. . Norton would say if he were talking 
about Mr. Adamson. James stopped there. It was Mar- 
shall, James says, who gave the act the name used in 
the law textbooks. Therefore, until he can furnish an 
alibi, Attorney-Examiner Marshall wears at least some of 
the laurel. 





The Hurry-up Advanced Rate Law.—Intelligent observ- 
ers of legislation know that the dangerous period re- 
specting any measure is that one embracing the conference 
between the two houses of Congress, including consid- 
eration of the report of the conferees. It was during 
that period that the second proviso to the second para- 
graph of the fifteenth section of the act was adopted as 
a compromise substitute for the Smith amendment, which, 
if adopted, would have made a formal investigation and 
suspension case out of practically every tariff or supple- 
ment sent to the Commission. As now construed by the 
Commission, the second proviso makes an informal in- 
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vestigation and suspension matter of something concern- 
ing which only the men of the tariff division of the 
Commission and the railroad proposing the change, are 
advised. All the shipers and all the railroads, other 
than the one proposing the advance, are in ignorance of 
the first steps. So, it may be said, they were when the 
filing of the tariff was the first notice other persons had 
of the matter. The point, however, is that this com- 
promise was adopted without any general knowledge of 
its provisions. The conferees, in a secret session (all 
conferences are secret), agreed on it. The agreement 
was published and circulated in the Congressional Record 
which was printed in the early hours of August 4, under 
date of August 3. That very afternoon of August 4, after 
less than ten minutes’ consideration, the House agreed 
to the conference report. Not one man ten miles away 
from the capitol, unless he had a representative in the 
capitol who immediately advised him by wire, had the 
smallest opportunity to say a word to one of the men 
whose votes disposed of the matter. Railroad men and 
shippers on the Pacific coast, for instance, who read the 
Daily Traffic World did not know, until after the Presi- 
dent signed the bill August 9, that the House had adopted 
a compromise, because that important work was done 
August 4, after the Daily and Weekly Traffic Worlds of 
that date had gone to press, and the newspapers did not 
see the importance of the situation. On August 15 tele- 
graphic inquiries came from the Pacific coast ports saying 
it was understood there that something of the kind that 
had actually been done August 9 was being proposed. 
A month hence the railroads and steamships in Alaska 
will probably learn about the law of August 9 and the 
construction placed on it two days later by the Com- 
mission. Then they will learn that if they happened to 
have tariffs in transit before August 15, they were ap- 
proved, for filing, “without formal hearing.’ Tariffs de- 
posited in the mail after that day will be returned, for 
such explanations as their makers may desire to make, 
personally or by letter. If the explanations do not satisfy 
the Commission, the railroads can try, try again. 
A. E. H. 


PRIORITY ORDER, NO. 1 


The Trafic Worid Washington Bureau. 

The question of a priority order to assure the move- 
ment of lake cargo coal to the northwest may be decided 
before this appears in print. At a meeting August 15 
of the war board, mine operators, and the members of 
the Commission’s car service division, without the vote 
of the latter, it was decided to have a committee com- 
posed of Daniel Willard, Howard Elliott, George L. Peck, 
Francis S. Peabody and Attorney-Examiner Gutheim draft 
the framework of priority order No. 1 for the considera- 
tion of President Wilson, ordering the railroads concerned 
to supply 100 per cent of cars so that the operators in 
Pittsburgh, Fairmount and No. 8 districts will carry out 
their promise to send half their supply of coal to Lake 
Erie ports for the northwest. 

In the discussion it was brought out that while there 
is a great conflict in the figures, the railroads have been 
doing fairly well in discharging their task of carrying 
26,000,000 tons to the upper lake ports during the season 
of navigation. The admissions of the operators showed 
that they have been selling coal where the market was 
best and that during July about 1,000,000 tons got into 
Canada via the Soo. The railroads, however, are not 
responsible for that and that situation can be remedied 
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by the President shutting off the supply for Canada for 
a few weeks while the coal piles in the American north. 
west are being replenished. Even if the railroads could 
force the coal to the upper lake port docks, they could 
not guarantee its delivery to the points where it is necdeg 
because, after the coal is loaded on cars, the ordinary 
reconsigning rules could be used to get it into Canada, 
and where there are no such rules available there is 
nothing to prevent sending it on a combination of local 
rates. 

“At the rate they have been sending coal to us, we 
will not get the 29,000,000 tons we need,” said a north- 
western man in the conference. 

“When was your need raised to 29,000,000 tons?’ in. 
quired Chairman Peabody of the coal production com. 
mittee. 

“The estimate of 26,000,000 tons was based on incom. 
plete reports,” said the northwestern man. 

“Oh, well, I’m not going to quibble about that three 
million addition,” said Mr. Peabody. “You are not going 
to get the twenty-six million, so why worry about the ad- 
ditional three?” 

Operators in the Pittsburgh, Fairmount and No. 8 dis- 
tricts, August 14, agreed to send fifty per cent of their 
production to the northwest provided the railroads furnish 
100 per cent of the cars needed. At present they are fur. 
nishing seventy-five per eent of what the operators could 
use. The operators admitted that they were filling con- 
tracts, some in Canada, for as high as $4.50 a ton as 
against $3.00 offered by Americans for the northwest. The 
agreement was put before the railroads’ war board. 


N. I. T. L. MEETING 


The following is the docket for the summer meeting of 
the National Industrial Traffic League, to be held at the 
Hotel Statler, Buffalo, N. Y., Thursday and Friday, August 
23 and 24. There will be business sessions at 10:00 a. m. 
and 2:00 p.m. Thursday and another at 10:00 a. m. Friday. 


Report. by the President. ; 
Proposed change in Rules of Practice before the I. C. C. 
Report of Executive Committee. ; 
Recommendations of Interstate Commerce Commission in 
last annual report to Congress. 
Indicating on letterheads membership in the League. 
Report of Bill of Lading Committee. 
Report of Committee on Car Demurrage and Storage. 
Demurrage Rates. 
Reduction in free time on export freight at Atlantic and 
Gulf ports. ‘ 
Increase in Storage Rates on Export Freight at Atlantic 
Seaboard cities. 
Demurrage Rule on Private Cars. 
mittee.) 
Report of Baggage Committee. 
Report of Express Committee. 
Released rates on express shipments. 
Packing express shipments. 
Report of Weighing Committee. 
Report of Committee on Rate Construction and Tariffs. 
Revision of Tariff Circular 18a. 
Prompt distribution of tariffs by the carriers. 
Report of Legislative Committee. 
Report of Central Committee on Transportation Efficiency. 
Report of General Classification Committee. 
(a) Official Division. 
Showing on dockets names of proponents of suggested 


(Report of Special Com- 


changes. 
(b) Western Division. 
(c) Southern Division 
Carload ratings in Southern Classification Territory. 
Reorganization of Southern Classification Committee. 
(Report by the President.) 
Report of Freight Claims Committee. 

Passing records at Transfer Points. 

Concealed Loss and Damage Claim Blanks. 

Practice of Inspectors in inspecting freight. 

Reversing first and second sheets of bill of lading sets 
thereby making the first sheet the shipping order and the 
second sheet the original bill of lading. 

Report of Committee on Transportation Instrumentalities. 

Pooling of Equipment. 

Report of Organization Committee. 
Report of Special Committee on Uniform Classification. 
Report of Special Committee on Railway Leases and Side Track 

Agreements. 

New Business. 
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August 18, 1917 


FIFTEEN PER CENT ADVANCE 


Eastern Carriers Try Again, Endeavoring to 
Take Advantage of New Law in Regard 


to Advanced Rate Procedure 


The Trafic World Washington Bureau. 

A new fifteen per cent case, before the ink is well dried 
on the tariffs filed by reason of the Commission’s decision 
jn Ex Parte No. 57, the fifteen per cent case, disposed of at 
the end of June, has been begun by the roads in Official 
Classifrcation territory. Commodity tariffs are in the mails, 
or in the hands of some other agency, started for Wash- 
ington before the last minute of August 14, proposing to 
raise such rates to the figures that would have obtained 
had the Commission decided to allow a fifteen per cent 
advance in anything other than the class rates. Typical 
advances proposed are: Fresh meat from Chicago to New 
York, from 47.5 cents per 100 pounds to 55 cents; live 
stock from 33 to 38 cents; grain, reshipping, from 16.8 to 
20 cents. 

The information as to these changes is unofficial. The 
tariffs, at the time this was written, had not reached the 
Commission. It came from railroad employes to repre: 
sentatives of big industries like the packers and the grain 
dealers. It is so accurate that the Suspension Board has 
set August 28 as the day for an informal conference on 
the subject. 

This unofficial information is that every commodity rate 
in the territory mentioned is to be inflated in the way 
indicated and presented to the Commission, notwithstand- 
ing the conclusion of that body, announced in the report 
on Ex Parte No. 57, that a percentage advance in com- 
modity rates would make such great changes in the re- 
lationship of rates as to be inadvisable. The Commis- 
sion’s report was not a straight-out decision that the rail- 
roads were not entitled to the money. 

In a large sense the decision was that, while the carriers 
had not shown the need of more revenue, yet out of an 
abundance of caution the Commission would allow addi- 
tions to the revenue, not in the way proposed, but by an 
advance in the New York-Chicago class scale from 78.8 
cents per 100 pounds first class to 90 cents. That advance 
figures exceedingly close to fifteen per cent, but inasmuch 
as all class rates in Official Classification territory are 
known percentages of the New York-Chicago scale, such an 
advance has not disrupted the commercial fabric to such 
an extent as would have been the fact had the Commis- 
Sion, in terms, allowed a fifteen per cent advance. 

It is believed to be within the bounds of reasonable lan- 
guage to say that the action of the carriers in the tariffs 
Started toward Washington, is a move by the eastern rail- 
roads to obtain what they were denied in the fifteen per 
cent case. 

The fact that the tariffs were started for Washington 
at the time mentioned is of significance, as will appear by 
reading the reports of the Commission’s interpretation of 
the new advanced rate law and its decision as to how to 
Proceed under it. 

What was in the minds of the tariff men when they read 
of that ruling? This much is certain—they hurried what- 
ever tariff work they had in hand at that time and pro- 
duced tariffs which seem to propose a second fifteen per 
cent case, 

Their speed meant that at least they would get those 
tariffs on the files of the Commission without going through 
the oneration of explaining them. They may have thought 
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that the language of the Commission meant what the words 
import—namely, that the Commission “approved, without 
hearing, such increased rates, fares, charges and classifi- 
cations as may be included in tariffs which are forwarded 
for filing prior to August 15.” 

But as the Commission is now working, that quoted 
language means no more than that the Commission has ap- 
proved, for filing purposes, such increased rates, fares, 
charges or classifications. 

The language of neither the new law or the construction 
placed on it by the Commission, in its notice to carriers 
dated August 11, says anything about “approved for filing.” 
It is only by considering what the Commission’s employes 
are doing that it can be said that the new addition to the 
law has been construed to mean that the approval was 
merely to enable the tariffs to come lawfully into the hands 
of the Commission or its employes. 

The fact that the Suspension Board has set August 28 as 
the day for an informal conference on the subject may be 
indicative that, in the eyes of the employes of the Com- 
mission, the rates in tariffs forwarded for filing prior to 
August 15 have not become operative by reason of the 
blanket approval contained in the notice to carriers of 
August 11. 

According to the unofficial information the advances on 
fresh meat, grain and live stock are to become effective 
September 15, petroleum September 20 and iron and steel 
October 15. In fact, the indications are that September 
and October will be exceptionally busy months for the 
shippers and the commissioners. It is presumed the car- 
riers will bring forward in justification for the proposed 
increases, the facts and arguments used in the fifteen per 
cent case. 

If President Wilson does not appoint men to fill the two 
original vacancies on the Commission and the one caused 
by the death of Commissioner Clements, a nasty question 
will arise in connection with these tariffs. It will be as 
to whether it will require the votes of four or of five 
commissioners to suspend them for investigation. The 
amended law which became operative on August 9 says 
the Commission shall be composed of nine members. At 
present there are only six. 

At present the votes of four members suspend tariffs. 
filed before August 9, because, notwithstanding the va- 
canecy, four constitutes a majority of the whole Commis- 
sion. Now, however, four is a minority, although the ma- 
jority of a quorum. If the Commission were Congress, or 
any one of a number of state legislatures, the vote of four 
would be binding on a body of nine, provided six partici- 
pated in the voting, and the effect would be the same as 
the application of the unit rule. 

But the Commission is not a legislative body. It is the 
administrative agency of a legislative body, empowered to 
act in a quasi-judicial way in the ascertainment of facts, 
which, when declared, cause the law to operate on that 
state of facts, ex proprio vigore. In the language of a 
brilliant attorney, now dead, it is an amphibious body en- 
dowed with the powers of aviation. 

Particular point is given to this discussion about the 
votes of members of the Commission by reason of the 
fact that Commissioner Harlan, in his report on Ex Parte 
No. 57, indicated his belief that the Commission should 
have given the carriers what they asked. 

Inasmuch as the tariffs were forwarded to the Commis- 
sion for filing prior to August 15, and therefore come un- 
der the August 11 blanket dispensation to carriers, the 
shippers must bear the burden of preventing them becom- 
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ing effective on September 15 and later dates. If they had the Commission made the ruling, because the law forbids 
not been forwarded until August 15 or later, the railroads the filing of any increase between Aug. 9, 1917, and Jan, 
could not have invoked the running of the thirty days’ 1, 1920, without the approval of the Commission. 
notice provided in the sixth section of the act, unless and The law went into effect the first second of August 9, 
until they had persuaded the new Investigation and Sus- because a statute is effective for the whole day on which it 
pension Board, composed of the same men who constitute is signed. That point was settled a number of years ago 
the Suspension Board, that they might be filed. in connection with tariff legislation. The Commission jt. 
Therefore, if the President allows the vacancies to con-_ self treats a day as an entity. A tariff filed at 11:59 p. m, 
tinue until October, as it has been reported he intends to of August 8, by being placed in the hands of the messenger 
do, this would be the fact: There would be uncertainty as_ who sits at the door of the Commission all night long, is 
to whether the votes of four commissioners could suspend legally on the files. Every tariff that came in one minute 
them; there would be a reasonable certainty that, Com- and one second thereafter is physically on the files of the 
missioner Harlan having stated his opinion that the car- Commission, but legally it is no where, because on August 
riers should have received what they asked, he would 9 the president attached his signature. The Commission 
vote against suspension. Then, the vote of one other com- does not regard the mailing date as the filing date, al- 
missioner against suspension would raise the query as to’ though there is an idea among some of those who have had 
whether the votes of four commissioners for suspenion to do with tariffs that it has allowed tariffs to be consid- 
would prevent the tariff becoming effective. ered as having been filed before they had physically been 
It is believed that the carriers, when they hurried their in hand. The 
tariffs toward Washington, were acting on the assumption Tentative Method of Procedure. ap 
that when the Commission “approved an increased rate, rage | 


: : : ’ In working out the method of procedure under the new a 
fare, charge or classification, without formal hearing,” the ; : : impos 
. : : law in regard to the filing of advanced rates, the Commis- 
rate, fare, charge or classification was thereby made ef- 


sion has designated the suspension board to hear applica- 
fective, on the statutory notice of thirty days. That it has : S » x ” 
: : gee i : tions for the approval of tariffs, with J. M. Jones as “pre 
been submitted time and again, is the ordinary meaning te ei A 
: fs : siding officer.” There has tentatively been worked out a An 
of the words. Only by interpolating the words “for fil- , f Cor 
seis ies method of procedure. In simple cases, where the carrier me 
ing’ can the new law be made to mean what it is in- : ‘ : No. : 
aa ; : ; desires merely to increase a rate published through error 
ferred the Commission thinks it means, arguing from the 


the | 

ie! or something equally unimportant, the carrier would ap- Tow 
known facts as to the manner in which it is proposed to . P J New 
administer the act. 


pear and its proposed rate would be approved “without the f 
— formal hearing.” Then the tariff would be filed and posted plain 

They now know the Commission’s employes are holding et ee -_ ze - 
that the approval “without formal hearing” is a mere per- 


for thirty days, as now, and be subject to protest and sus- 
: ‘ ' ension. In more important cases the suspension board 

mit to file the tariffs. Some of their attorneys and agents P P P 

have visited the commissioners at their vacation retreats 





would notify as many shippers as possible and hold in- 


; ‘ ; rags é formal conferences, such as now are held by the board in Th 
and obtained information as to what commissioners think, ; num 
2 ee ss I. and S. matters. This would be followed by approval by 4 
but those who have confined their visits to Washington a ‘ ; : eS al, | 
- the Commission without formal hearing, filing of the tariffs onc 
know only what the employes think. The latter, of course, é : . : : 
, . , : “aie Sai and posting for thirty days, as now. In big cases like the Neb. 
have been in communication with commissioners, so it is 
C. F. A. class scale and the fifteen per cent cases, the Com- 
presumed the course taken by the employes has the ap- ERY wor ‘ ee 
aides ‘alt die duitmmiiiaiiintedan mission would initiate ex-parte formal hearings, as it did 
— ; ™ A in the fifteen per cent case. When such a case was fin- 
ished, tariffs might be filed on short notice. Al 
. = i ; 
ADVANCED RATE PROCEDURE It is believed that the Commission will approve and ye 
The Trafic World Washington Bureau, Make this its method of procedure. noe 
Construing the conference amendment to the act enlarg- Commissioner Clark’s Scheme. mar 
, a “1 an 2 , The 
hawt p agenaainns — om a eo a the ouitatinn All information in hand at this time points to Commis- elie 
of tariffs in transit, the Commission, late August 10, said: sioner Clark as the man responsible for the language used the 
“This means that the approval of a proposed increased jn the conference committee amendment to the law enlarg- rat 
rate, fare, charge, or classification must be secured before jing the Commission. Apparently also he is the man who = 
the tariff containing it is forwarded to the Commission for construed the amendment in the interpretation tentatively 
filing. adopted by the Commission. 
“As tariffs are at all times in transit to the Commission The articles in The Traffic World of August 11 in regard 
for filing, and in order to avoid unnecessary complications to this law attracted attention, both at the Commission 7 
due to invalidation of such schedules, the Commission ap- and at the Capitol. There was no disposition to dispute | he 
proves without hearing such increased rates, fares, charges, the conclusion that “if we ever get a political, demagogic, we 
or classifications as may be included in tariffs which are unfair or narrow-minded majority on the Commission, there hac 
forwarded for filing prior to August 15. will be chaos indeed,” because a majority of the Commission, 
“As to increased rates, fares, charges, or classifications at any time, can undo what is now being done and construe 
contained in tariffs that are issued or forwarded for filing the legislation so as practically to shut out shippers from 
on or after August 15, the approval of the Commission to any notice whatever. It is generally admitted that the 
the increased rate, fare, charge, or classification must be proviso might be construed so as to make effective rates We 
secured before the tariff is forwarded for filing; and as to’ carried in tariffs, after a perfunctory formal hearing. as - 
all such tariffs that are issued on or after August 25, the to which only the scantiest notice would be given. Le 
title page must bear reference to the serial number and From all that can be learned it is coming to be believed Bi 
date of the Commission’s approval.” that Commissioner Clark engineered the so-called com- - 
Probably a thousand tariffs and supplements to tariffs promise with a clear conviction in the back of his head as Me 


were hanging somewhere between earth and heaven when (Continued on page 369) 
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DEMURRAGE ON HAY 


The Commission has dismissed No. 9064, Union Hay 
Company vs. Chicago, St. Paul, Minneapolis & Omaha et 
al. opinion No. 4659, 45 I. C. C. 597, holding that demur- 
rage charges on a carload of hay at Chicago were properly 
imposed. 


ORE AND CONCENTRATES 


An order of dismissal has been made in No. 7915, Arizona 
Corporation Commission vs. A. T. & S. F. et al., Opinion 
No. 4674, 46 I. C. C., 297-8, the Commission holding that 
the present rates on ore and concentrates from points in 
New Mexico to Douglas, Ariz., established subsequent to 
the filing of the complaint, being satisfactory to the com- 
plainants, need not further be examined. 


RATES ON CHATTS 


The Commission has dismissed No. 8703 and three sub 
numbers thereunder, Abel & Roberts vs. Missouri Pacific et 
al, Opinion No. 4676, 46 I. C. C., 301-2, holding that rates 
on chatts or zine tailings from Webb City, Mo., to Beatrice, 
Neb., had not been shown to have been unreasonable. 


CHARGES ON LUMBER 


An order of reparation has been made in No. 9082, Na- 
tional Wholesalers’ Lumber Dealers’ Association vs. L. & N. 
et al., Opinion No. 4679, 46 I. C. C., 307-8, on account of 
unreasonable charges on a carload of lumber from Chat- 
man, Ala., to Cairo, Ill., reconsigned to Bridgewater, Mich. 
The Commission found a provision in a Big Four tariff 
allowing reconsignment, provided “all the roads over which 
the shipment travels will join in protecting the through 
rate.” That proviso was eliminated July 1, 1915. The 
Commission awarded reparation down to the basis of 28 
cents, the through rate. 


RATE ON EGGS 


The Commission has dismissed No. 8245, S. Rosenblatt 
vs. L. H. & S. L. et al., Opinion No. 4685, 46 I. C. C., 325-7, 
holding that a rate of 95.2 cents on eggs, any quantity, 
Without refrigeration, from Hawesville, Ky., to New York 
had not been shown to be unjust or unreasonable. 


RATE ON STONEWARE 


The Commission has dismissed No. 9188, Western Stone- 
Ware Co. vs. C., B. &Q. et al., opinion No. 4688, 46 I. C. C. 
331-3, holding that the carriers had justified the increase 
rates on stoneware from St. Louis and points taking St. 
Louis rates, including Monmouth and Macomb, IIl., to 
Billings and Harlowton, Mont. The complainants alleged 
the rate of 90 cents to be unreasonable and unduly preju- 
dicial as compared with rates of 86 cents and later 80.7 
cents from Red Win, Minn., to the same destinations. 


TRAFFIC WORLD 


Decisions of Interstate Commerce Commission 


SLEIGHS, POLES, SHAFTS, ETC. 


The Commission has dismissed No. 8959, Portland Traf- 
fic and Transportation Association et al. vs. C., R. lL & 
P. et al., opinion No. 4689, 46 I. C. C., 333-4, holding that 
the rate on a carload of passenger sleighs, poles, shafts 
and runners from Kalamazoo to Spokane had not been 
shown to be unreasonable or otherwise illegal. 





FAILURE TO DESIGNATE STATION 


The failure of the Burlington to designate the warehouse 
at Second and LaSalle streets in St. Louis as one of the 
Burlington’s “off-track” stations was not a violation of the 
act to regulate commerce and the complainant in No. 8951, 
Columbia Transfer Co. vs. Chicago, Burlington Quincy, 
is not entitled to reparation for the cost of transferring 
freight from that warehouse to the Burlington’s station 
during October and November, 1914. The complaint, there- 
fore, has been dismissed in opinion No. 4700, 46 I. C. C., 
371-2. The Burlington has since designated that warehouse 
as one of its off-track stations and the cost of transfer 
from it to the tracks will be absorbed. The question 
merely was as to whether the railroad should bear the 
cost of the transfer during those months. Business was 
so heavy during them that the transfer company, other 
warehouses of which were then off-track stations, was en- 
titled to receive pay for the freight it hauled from it be- 
fore its destination as an off-track station. 


SHIPMENT OF CEDAR POSTS 


The Commission has denied reparation in No. 8984, Clar- 
ence F. Carey vs. Northern Pacific et al., opinion No. 4701, 
46 I. C. C. 372, because no evidence was introduced that 
the shipment of cedar posts from Careywood, Idaho, to 
Ainsworth, Neb., had been made or that the complainant 
had paid the charges. 


CASE FILED TOO LATE 


Because George M. Stephen failed to file a formal com- 
plaint until more than three years after he was notified 
that ‘an informal one would not do, the Commission has 
dismissed No. 9195, Florence Wagon Works vs. L. & N. 
et al., opinion No. 4702, 46 I. C. C. 373-4, and denied fourth 
section relief under applications No. 1952 of the L. & N. 
and No. 2060 of J. F. Tucker, as of Nov. 1, in fourth sec- 
tion order No. 6798. The allegation was that the L. C. L. 
rates on iron casting, forgings, nuts and bolts from Cleve- 
land to Florence, Ala., between Jan. 6 and Dec. 31, 1910, 
were unjust, unduly discriminatory, and in violation of the 
fourth section. The notice that the informal complaint, 
which the report says tolled the statute of limitations, 
was given in May, 1913, and December, 1914, but the for- 
mal complaint was not filed until September, 1916. The 
complainant’s witness testified at the hearing that the 
complainant had notified the carriers and its attorney 
that its claim had been withdrawn, but he did not know 
the time that was done. 
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OFFICIAL CLASSIFICATION RATINGS 


In a report on rehearing, written by Chairman Hall, in 
I. & S. No. 604, opinion No. 4705, 46 I. C. C. 383-387, Official 
Classification Ratings, the Commission holds to its previ- 
ous conclusion that the increased ratings on old beer coop- 
erage, old beer bottles, and old bottle carries were justified. 


NEWS PRINT PAPER 


The Commission has dismissed No. 8883, Price Brothers 
& Co., Ltd., vs. Canadian Northern et al., opinion No. 4707, 
46 I. C. C., 397-8, deciding that the rate on news print 
paper from Jonquiere, Quebec, to Wilkes-Barre, Pa., had 
not been shown to be unreasonable. 


RATE ON JUNK 


The Commission has dismissed No. 9049, Fargo Iron & 
Metal Co. vs. Great Northern, opinion No. 4708, 46 I. C. C., 
399-400, holding that the lawful rate on junk accumulated 
at Fargo, N. D., prior to Aug. 1, 1910, pusuant to transit 
provisions in the Great Northern’s tariff which did not 
limit the time in which the junk could be reforwarded, 
was the lawful rate in effect when shipments moved to 
Fargo, and that charges and transit balances should be 
adjusted accordingly. The fact that there was no limit 
for reforwarding is what caused the Commission to hold 
that the lawful rate which was in effect at the time the 
junk was accumulated was the one to be applied. The 
Commission found that the transit balances had not been 
adjusted, but when they are, in accordance with the views 
expressed, the complaint will be dismissed, the Commis- 
sion declining to order the old transit arrangement re- 
stored. 


TWENTY-EIGHT HOUR LAW 


Orders of dismissal have been entered in No. 9122, 
Pacific Coast Beef & Provision Co. vs. Oregon Short Line, 
opinion No. 4709, 46 I. C. C. 401-2, and supplement No. 1 
thereof, the Commission holding that the question of the 
reasonableness and lawfulness of charges for feeding, wa- 
tering and resting hogs under the so-called 28-hour law 
is not within its jurisdiction. 


RATES ON HIDES 


In No. 9198, Andersch Brothers et al. vs. C. & N. W. 
et al., opinion No. 4710, 46 I. C. C., 403-4, the Commission 
has condemned rates on green salted hides from St. Paul 
and Minneapolis to Chicago and Chicago rate points as 
unreasonable to the extent that they exceeded the con- 
temporaneous rates from and to the same points on pack- 
ing-house products, following in that respect its decision 
in D. Bergman vs. C. & N. W., 37 I. C. C., 71. It also 
followed the rule laid down in its conference ruling 206 
which says that reparation will not ordinarily be awarded 
in a formal case attacking a rate as unreasonable or other- 
wise in violation of law unless intent to claim reparation 
is specifically disclosed therein. The report in this case 
says that Andersch Brothers were also complainants in* 
the Bergman case, in which no reparation was demanded. 


CHARGES ON COAL 


Inasmuch as the carriers concerned in No. 8744, A®tna 
Portland Cement Co. vs. Detroit, Grand Haven & Milwau- 
kee et al., opinion No. 4712, 46 I. C. C. 407-9, have elimi- 
nated their rule that freight charges would be assessed on 
weights ascertained at their regular weighing stations, 
and no others, the Commission has dismissed the com- 
plaint. It found that an allegation that charges on coal 
from points in Ohio, Kentucky and West Virginia to Fen- 
ton, Mich., were erroneous had not been sustained. 


RATE ON BOTTLE OPENERS 


Awards of reparation on account of an unreasonable 
rate on bottle openers in less than carloads from Balti- 
more to Seattle and Los Angeles have been made in No. 
8654, Crown Cork and Seal Co. vs. Pennsylvania R. R. 
et al., opinion No. 4715, 46 I. C. C., 415-8 and three sub- 


numbers thereunder. The rate charged was $3.20 con- 
temporaneously with a rate of $1.75 on can openers. The 
Commission found the higher rate to be unreasonable to 
the extent of the difference. 


RATES ON PETROLEUM 


In No. 88789, Standard Oil Co. (Kentucky) vs. Yazoo & 
Mississippi Valley et al., opinion No. 4716, 46 I. C. C. 418-20, 
the Commission has condemned as unreasonable a fifth 
class combination rate of 45 cents on three tankloads of 
refined oil from North Baton Rouge to Tylertown, \liss, 
It found that a reasonable rate would have been 30 cents, 
which was the rate from New Orleans to Tylertown by» the 
Illinois Central and Fernwood & Gulf, and ordered repara- 
tion down to that point. No order was necessary because 
on Sept. 1, 1915, a rate of 25 cents was established. At 
the hearing the railroads were willing to make reparation 
down to the basis of 25 cents, which was the rate on oil 
in cans, from New Orleans to Tylertown, but the fact that 
there was such a rate, the report said, was not sufficient 
foundation for reparation. Relief to. continue the 45-cent 
rate was denied in fourth section order No. 6800 on appli- 
cation Nos. 1912, of the Fernwood & Gulf; 2043, of the 
Y. & M. V., and 2045, of the Illinois Central. 


RATES ON HARD COAL 


An award of reparation has been made in No. 8781, 
Hopkins,-Hough & Merrill Co. vs. Delaware, Lackawanna 
& Western et al., opinion No. 4719, 46 I. C. C., 427-9, on 
account of unreasonable rates on hard coal from Taylor, 
Tamaqua, Nesquehoning and other points in Pennsylvania 
to Branchville, N. J., because in excess of $1.65 on pre 
pared sizes and $1.55 on pea coal, which rates are ordered 
to be established on or before October 1. 


LUMBER AND PRODUCTS 

The Commission has dismissed No. 8381, J. V. Stimson 
vs. Southern et al., opinion No. 4720, 46 I. C. C., 429-381, 
holding that the rates on lumber and lumber products 
from Huntingburg, Ind., to points in Illinois, Michigan 
and Wisconsin had not been shown to be unreasonable. 
The Commission also issued its fourth section order No. 
6892 on the Southern’s application, No. 1548, authorizing 
the Southern to continue the rates in question, which 
were made to meet the competition of the short lines. 


CLASS RATES FROM HUNTINGTON 
CASE NO. 7630. (46 I. C. C., 432-437.) 


JOBBERS & MANUFACTURERS BUREAU OF THE 
CHAMBER OF COMMERCE OF HUNTINGTON, 
W. VA., VS. CHESAPEAKE & OHIO RAILWAY 
COMPANY ET AL. 


Submitted June 25, 1915. Opinion No. 4721. 

Class rates maintained by defendants from Huntington, W. Va., 
to main-line and branch-line points on the Norfolk & West- 
ern Ry. between Matewan, W. Va., and Salem, Va., both 
inclusive, found to be unduly prejudicial to Huntington to 
the extent that they exceed the respective class rates con- 
temporaneously applied from Portsmouth, Ohio, to the same 
destinations. 


BY THE COMMISSION: 


Complainant is a voluntary association of shippers and 
receivers of freight at Huntington, W. Va. By complaint, 
filed December 238, 1914, it alleges that the class rates 
maintained by defendants from Huntington to main-line 
and branch-line points on the Norfolk & Western Railway, 
hereinafter called the Norfolk & Western, in West Vil 
ginia, Ketnucky, and Virginia, from Buffalo Creek, W. Va. 
to Salem, Va., both inclusive, are unreasonable, unduly 
prejudicial, and discriminatory as compared with rates 
from Cincinnati, Columbus, Portsmouth, and Ironton, Ohio, 
to the same destinations. The establishment. of reason- 
able and nonprejudicial rates is asked. 

From Buffalo Creek to Sprigg, W. Va., both inclusive, 
the haul from Huntington is intrastate, and the rates from 
Huntington to those points are not subject to our jurisdic 
tion. The line of defendant Norfolk & Western crosses 
the West Virginia-Kentucky state line immediately west 
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of Matewan, W. Va., and the haul from Huntington to 
Matewan and points east thereof is interstate. 

Huntington, with approximately 50,000 inhabitants, is 
located on the main line of the Chesapeake & Ohio Rail- 
way, hereinafter called the Chesapeake & Ohio, and 
on the Ohio River division of the Baltimore & Ohio Rail- 
road, hereinafter called the Baltimore & Ohio, about eight 
miles east of Kenova, W. Va., at which point the two lines 
connect with the main line of the Norfolk & Western. 
Both Huntington and Kenova are on the Ohio River. The 
various towns on the line of the Norfolk & Western, par- 
ticularly those between Matewan and Bluefield, W. Va., 
draw supplies, such as groceries, dry goods, furniture, 
and hardware, from Pittsburgh, Pa., Ashland, Ky., Cin- 
cinnati, Columbus, Portsmouth, Ironton, and Huntington. 
The traffic from Huntington to the destinations involved 
is mainly less than carload and moves in daily merchan- 
dise cars either by way of the Chesapeake & Ohio or the 
Baltimore & Ohio to Kenova, where it is transferred by 
the Norfolk & Western into other cars for distribution. 
Rates are hereinafter stated in cents per 100 pounds. 

As there are few commodity rates from Huntington to 
the Norfolk & Western stations, practically all the traffic 
moves at class rates. Joint class rates to those stations 
are constructed by adding to the Virginia cities rates the 
class differentials of 12, 10, 8, 7, 6 and 5 cents, respect- 
ively, but their application is subject to lower combina- 
tions on Kenova and to certain class-rate distance scales 
which are observed as maxima. ‘The result is that prac- 
tically all the rates which apply to that intermediate ter- 
ritory, except to points near Roanoke, are the combina- 
tions on Kenova, as they are lower than the rates con- 
structed on the differential basis. 

While the complaint was drawn with reference to the 
rates in effect prior to the increases which followed The 
Five Per Cent Case, 31 I. C. C., 351 (The Traffic World, 
August 3, 1914), the case will, in yiew of the relief prayed, 
be disposed of as if the increased rates had then been 
effective. ° 

Of the combinations on Kenova the factors thereto, ap- 
plicable over both lines from Huntington, are the class 
rates of 7.4, 7.4, 6.8, 5.8, 4.2 and 3.2 cents, respectively. 
The class rates from Huntington, Cincinnati, Columbus, 
Portsmouth, Ironton and Kenova to the destinations in 
question are far too numerous to be set forth here, but 
for purposes of comparison the following rates to Mate- 
wan, Bluefield Elliston and Salem, main-line points, may 
be taken as illustrative: 


Miles. 1 2 3 4 5 6 
From Huntington to— 


Oe eee 114.3 653.6 47.8 38.9 27.4 21.0 16.9 
Bluefield ae arden eee 212.3 62.0 53.6 48.1 30.5 24.2 19.0 
es 298.3 69.7 59.6 45.4 32.3 27.3 22.3 
sy OS eae $10.3 87.7 49.6 37.4 25.3 21.3 17.3 
From Kenova to— 
Matewan ..... coco 107 46.2 39.9 32.6 22.1 16.8 13.7 
Bluefield ahh ose een 205 54.6 46.2 36.8 25.2 20.0- 15.8 
a 291 65.1 53.6 42.0 30.5 25.2 21.0 
a, a 303 57.7 49.6 387.4 25.3 21.3 17.3 
From Ironton to— 
MOtCWER ..ciccccs 119 48.3 41.0 33.6 23.4 17.9 14.7 
eee 217 65.7 47.3 37.3 25.2 21.0 16.8 
Elliston ........... 303 67.2 54.6 42.0 31.5 26.3 21.0 
Salem ...ccseccsee 315 57.7 49.6 37.4 25.3 21.3 17.3 
From Portsmouth to— 
MAOIOWOR 6occccsice 146 §1.5 44.1 34.7.24.2 18.9 14.7 
Bluefield a ae aie aSs 244 Si.c 40.4 87.4 236.3 31.3 17.3 
SOU Neseoisebsiswis-ai ase 330 69.3 656.7 43.1 32.3 327.3 33.1 
a aa 342 S7.7 @6 SI.4 3.8 31.8 17:8 
From Columbus to— 
BEOQtCWRM 4o60cce0< 246 S7.9 49.4 37.4 26.3 21.2 17.3 
Bluefield* Ae Ee 344 Si.% 2.6 37.4 35.3 21.3 19.3 
ee eee 430 68.7 50.6 4.4 32.3 27.3 328.3 
ee... errr eee 442 o7.¢ 49.6 87.4 25.3 21.8 17.3 
From Cincinnati to— 
MAteWER .6ccccese 253 69.9 50.4 39.9 28.4 23.1 18.9 
Bluefieldt re ee 351 65.6 56.4 42.7 29.0 24.4 19.9 
i or 437 77.6 63.0 47.3 36.0 30.4 24.9 
SS pene 449 65.6 56.4 42.7 29.0 24.4 19.9 


*Rates blanketed from Thacker, first agency station east of 
Matewan, to Bluefield, 93 miles. 

tRates blanketed from Parrott to Pierpont, 43 miles. 

tRates blanketed from West Vivian to Bluefield, 28 miles. 

{Rates blanketed from Berton to Pierpont, 46 miles. 


Elliston is the first agency station west of Salem, and. 


in that connection it should be explained, although that 
rate realtionship is not here involved, that the respective 
rates from the several points of origin to the Virginia 
cities and to Salem, the latter being about 7 miles west 
of Roanoke, are lower than the rates to many intermedi- 
ate points, particularly those east of Bluefield. 
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Although the hauls from the contrasted points of origin, 
with the exception of Kenova, are greater than the hauls 
from Huntington, the rates from the latter are on a sub- 
stantially higher basis. To avoid extended tables and dis- 
cussion it may be said that to the branch-line points the 
rates from Huntington do not actually exceed those from 
Cincinnati or Columbus, but, distances considered, are 
relatively higher. ‘ 

The class rates from Portsmouth to the destinations in 
question are also applied by the Norfolk & Western from 
Ashland, Ky. Ashland is located on the south side of the 
Ohio River, off the line of the Norfolk & Western, and 
traffic from that point is ferried across the river by that 
carrier to Coal Grove, Ohio, where it is hauled up an in- 
cline to the Norfolk & Western tracks. Coal Grove is 31 
miles south of Portsmouth and 8 miles north of Kenova. 
To the various destinations, therefore, the hauls from 
Huntington and Ashland are substantially equal. 

Complainant contends that Huntington should have the 
benefit of the substantial differences in distances which 
exist in its favor as against Cincinnati and Columbus. 


Several jobbers and manufacturers, members of com- 
plainant, located at Huntington and engaged in various 
lines ef trade, such as the grocery, furniture and hard- 
ware business, testified respecting shipments made by 
them, principally less than carload. They testify that, 
because of keen competition from Cincinnati, Columbus, 
Pittsburgh, Portsmouth, Ironton and Ashland and because 
of the favorable freight rates enjoyed by these points of 
origin as compared with the rates from Huntington to the 
same territory, they find it difficult to hold their trade 
and practically impossible to do any business east of 
Bluefield. Complainant also compares the rates assailed 
with relatively lower rates maintained by the Baltimore 
& Ohio, the Chesapeake & Ohio and the Coal & Coke 
Railway for similar distances. 

The principal evidence introduced by the Norfolk & 
Western, which bore the burden of the defense, by way of 
explanation and justification of the rate adjustment, is 
substantially as follows: That Cincinnati, Portsmouth, 
Ironton, Ashland, Kenova and Huntington are all points 
taking 87 per cent of the Chicago-New York rates under 
the trunk line percentage adjustment; that Columbus is 
a 77 per cent rate point to New York and other eastern 
points in trunk line territory, and in constructing rates to 
Virginia cities is, through the influence of the trunk line 
adjustment of rates to Baltimore, Md., accorded rates on 
‘the 77 per cent basis, notwithstanding the fact that to 
Virginia cities it does not enjoy the geographical advan- 
tage which secured to it the 77 per cent basis to New 
York; that in reaching the Virginia cities traffic from 
Columbus moves through Portsmouth, Kenova and Hunt- 
ington, all 87 per cent points under the prevailing trunk 
line adjustment, and, the latter points being thus inter- 
mediate, are given the advantage of the 77 per cent basis 
accorded Columbus; that competitive and other condi- 
tions beween Chicago and New York have been such as 
to require some of the lowest rates in the country, being 
the result of years of strife between rival carriers both 
by rail and water; that the application of these extremely 
low rates to Virginia cities is an artificial adjustment, not 
warranted by traffic conditions; that the points interme- 
diate to Roanoke have been accorded rates made by add- 
ing to the low Virginia cities rates, not the full locals 
from those cities, but differentials for the respective 
classes which are not higher than the locals for the first 
5-mile block, with the combinations over Kenova as 
maxima; and that the factors from Huntington to Kenova 
are very much lower than the normal scale of the Chesa- 
peake & Ohio for 8 miles. The Norfolk & Western con- 
tends that this results in a doubly low basis. Compari- 
sons tending to indicate the reasonableness of the rates 
are also submitted. 

In further justification of the rates assailed, the serv- 
ice rendered at Kenova in connection with the handling of 
traffic from Huntington is indicated. As above stated, the 
traffic is chiefly less than carload and moves in daily mer- 
chandise cars. The shipments average about three cars 
per day of 9,000 pounds each. Approximately two-thirds 
of these cars move to Kenova by way of the Chesapeake 
& Ohio, and the remainder to that point by way of the 
Baltimore & Ohio. The Kenova freight station is oper- 
ated jointly by the Norfolk & Western and the Chesapeake 
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& Ohio, and cars arriving over the latter are placed by 
that carrier at the transfer platform. Those arriving over 
the Baltimore & Ohio are set at the interchange tracks, 
whence they are moved by a Norfolk & Western engine 
more than 1 mile to the transfer platform. At this trans- 
fer platform the contents of the cars are assembled ac- 
cording to intended destinations and placed in outbound 
cars. It was testified, but without details, that the service 
at Kenova on Huntington traffic destined to the points in 
question is greater than that performed on similar traffic 
originating at Kenova proper; also that, deducting from 
the average gross car revenue of $5.67 accruing to the 
Chesapeake & Ohio, the average per diem car charges and 
cost of placing and loading the cars at Huntington, a net 
revenue of $2.27 per car is left. Although no details were 
given, the situation as to the Baltimore & Ohio was said 
to be substantially similar, except that the cost of handling 
and loading the traffic is slightly less. 

As above stated, the Norfolk & Western publishes class 
rates from Ashland to the destinations here in question. 
It has had for many years, and still has, a contract with 
the Ashland Coal & Iron Railway under which it has the 
use of that line’s freight station and terminals at Ashland 
and where it maintains a freight agent and force. . The 
boat hire for the ferry service to Coal Grove is $25 per 
day. All less-than-carload freight from Ashland destined 
to points on the Norfolk & Western east of Kenova is 
transferred into other cars at Kenova. This traffic to 
points between Kenova and Roanoke averages about 4,000 
pounds per day. The Norfolk & Western admits that the 
barge service across the river and its contract with the 
Ashland Coal & Iron Railway make the handling of this 
traffic from Ashland somewhat expensive, but that it has 
“found that it thus far pays to be an Ashland railroad.” 
It has established, as appropriately applicable from that 
point to the destinations with which we are concerned, the 
same class rates as are applied from Portsmouth’ to those 
destinations. With equal propriety, we think, the same 
rates should, under the circumstances, be applied from 
Huntington. 

Defendants urge that the principle involved is far more 
important than the rates from Huntington and that a 
favorable response to complainant’s contentions would re- 
sult in a far-reaching disruption of a highly important and 
complicated rate structure. While in the view we take of 
the case the apprehended consequences are to be doubted, 
it is also to be said, as we have more than once held, that 
in any event such consequences would not justify an ap- 
proval of rates which contravene the act. 

Upon all the facts of record we are of opinion and find 
that the class rates applicable on traffic from Huntington 
to the Norfolk & Westerrn main and branch line stations 
between Matewan and Salem, both points inclusive, are, 
and for the future will be, unduly prejudicial to Hunting- 
ton and unduly preferential of the competing points of 
origin named in the complaint in so far as they exceed 
the respective class rates contemporaneously applied from 
Portsmouth to the same destinations, respectively, and 
that this disadvantage to Huntington must be removed. 
We do not find that the rates assailed are shown to be 


in themselves unreasonable. An order will be entered 
accordingly. . 


RATE ON ALFALFA MEAL 


In a companion case to the more or less celebrated 
Omaha Alfalfa vs. U. P., 38 I. C. C., 351, and 43 I. C. C. 
to 64, the Commission has adhered to its decision that 
while the rate was unduly prejudicial no reparation would 
be awarded, because there was no proof of damage. This 
companion case is No. 8968, E. J. Woolworth vs. Union 
Pacific et al., opinion No. 4722, 46 I. C. C., 437-9. It has 
been dismissed. The complainant got the dry satisfaction 
of being advised that the rate attacked was unduly preju- 
dicial, but that he had not shown any damage, although 
he had paid the unduly prejudicial rate. In this case 
the alfalfa meal was first billed from Carney, Neb., to 
Omaha and then rebilled to Owensboro, Ky. 

On that statement of facts the Commission naturally 
applied the rule in the Kanotex case. The complainant 
frankly admitted that in first billing the meal to Omaha 
he was trying to secure a benefit of a state rate of 10.5 
cents instead of being compelled to pay the interstate 


¢ 
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rate of 14 cents, which applies from Kearney to Omaha 
over the Union Pacific, because the rails of that carrier 
passed over a mud plat of the Missouri River, which is 
a part of Iowa, because the boundary between Nebraska 
and Iowa does not follow the peregrinations of the Mis- 
souri River. 

The complainant contended that that 14-cent component, 
since reduced to 10.5 cents, made the through rate uwun- 
reasonable. The Commission admitted that in the Alfalfa 
Milling case it condemned that 14-cent rate as unduly 
prejudicial, but added that it had denied reparation be- 
cause there was no showing of damage. The railroad 
company defended that 14-cent component as neither un- 
reasonable nor unjustly discriminatory, but said it had 
superseded it with the 10.5-cent rate because shippers had 
defeated it in the manner employed by the complainant. 
It is now suing in the courts to recover the difference 
between 14 cents and 10.5 cents on about 75 shipments 
which Mr. Woolworth admitted he had sent from Kearney 
to Omaha on the state rate and then rebilled on inter- 
state rates. 


CAST IRON STEAM RADIATORS 


The Commission has dismissed No. 8474, Gas and Elec- 
tric Appliance Co. vs. A., T. & S. F. et al, opinion No. 
4723, 46 I. C. C. 440-2, holding that the rate on cast-iron 
steam radiators with gas heating attachments, from New 
Comerstown, Ohio, to San Francisco had not been shown 
to be unreasonable. The rate applied was $1.50 and the 
rate desired was $1. The lower rate is that applied on 
radiators without gas-heating fixtures attached. 


RATE ON BUCKWHEAT FLOUR 


An award of reparation has been made in No. 8413, Blod- 
gett Milling Co. vs. C. & N. W., opinion No. 4724, 46 I. C. c. 
442-4, on account of an unreasonable rate on six carloads 
of buckwheat flour from Janesville, Wis., to Geneva, III. 


MOVEMENT HELD INTERSTATE 


The giving of more information in billing than was really 
necessary was an expensive bit of courtesy or efficiency 
for the complainant in No. 8890, A. Bushnell vs. St. Louis 
& San Francisco et al., opinion No. 4725, 46 I. C. C. 445-6. 
In the summer of 1914 he shipped two double carloads of 
80-foot piling from Lepanto, Ark., to Bridge Junction, Ark., 
billed “C, E. Smith, assistant chief engineer at Clayton, 
La., care of St. Louis, Iron Mountain & Southern at Bridge, 
Ark.” The Frisco carried the piling to Bridge Junction 
and turned it over to the Iron Mountain. It was company 
material used in the construction of an Iron Mountain 
bridge at Clayton, La. 

There was no joint rate. The combination was an in- 
terstate local of 9 cents to Memphis and the Iron Moun- 
tain’s local of 24 beyond. The local interstate rate to 
Bridge Junction was 9 cents, but under the tariff rules 
the Memphis combination was applicable because lower. 

The shipper claimed the Arkansas local rate of 5 cents 
should have been assessed. He said the billing to Clayton 
was “for information” because he was not interested be- 
yond Bridge Junction, at which point the Iron Mountain 
took possession of the shipment. 

The Commission, however, was of opinion that the “ac- 
cidents of billing’ rule should apply. That rule is that not 


the accidents or incidents of billing, but the character > 


and nature of the movement of the traffic determine the 
nature of the commerce and the rate applicable, so the 
complaint was dismissed. 


RATES ON WHEAT 


In No. 8771, Western Star Mill Co. vs. Union Pacific, 
opinion No. 4730, 46 I. C. C. 467-8, the Commission has de- 
cided that the combination rates on wheat from Beloit, 
Asherville, and Simpson, Kan., to Kansas City, for beyond, 
milled at Salina, Kan., were unreasonable to the extent 
that they exceeded the through rates plus 1 cent per hun- 
dred for out of line haul. .The Union Pacific was author- 
ized to waive undercharges. 





Aug 


Rat 






the 


fic, 
de- 
it, 
nd, 
ont 
un- 
or- 


August 18, 1917 









CHARGES ON CEDAR POSTS 


Origin weights of commodities subject to shrinkage in 
transit are not unreasonable and the rule of the Oregon 
Short Line, that it would not reweigh commodities weighed 
py the Trans-Continental Freight Bureau, was not unrea- 
sonable. It has since been canceled and the Short Line’s 
rule conforms to the national code. That is the decision 
in No. 9015, C. F. Ewing Co., Ltd., vs. Oregon Short Line 
et al., opinion No. 4732, 46 I. C. C. 471-2. The shipment, 
from Tiger, Wash., to Ogden, Utah, was of cedar posts 
which weighed 1,700 pounds less at destination than at 
point of origin. The Short Line, without request from the 
complaint, and in disregard of its rule, reweighed the 
posts, with the result indicated. The complainant thought 
the rates should be applied to the weight ascertained at 
Ogden. He shipped the posts as “dry.” 


CHARGES ON CEMENT AND LIME 


The Commission has dismissed No. 9139, Fischer Lime 
& Cement Co. vs. Southern et al., opinion No. 4733, 46 
I. C. C. 473-4, holding that charges on mixed carloads of 
Portland cement and lime from Memphis to Ripley and 
Pontotoc, Miss., were legally applicable. 


CARRIERS MUST COMPLY 


CASE NO. 5241 (46 I. C. C., 488-491) 


IOWA STATE BOARD OF RAILROAD COMMISSIONERS 
VS. ARIZONA EASTERN RAILROAD COM- 
PANY ET AL. 


Submitted Oct. 2, 1916. Opinion No. 4378. 


Rates published by certain of the defendants from points in 
Iowa to points in Kansas on and north of the main line 
of the Atchison, Topeka & Santa Fe Railway to La Junta, 
Colo., found not to have been in accordance with the 
modification of the former order authorized in the supple- 
mental report of the Commission dated June 17, 1915. De- 
fendants required to revise their tariffs in the manner 
indicated herein. 


DANIELS, Commissioner: 

On December 1, 1913, the Commission entered its order 
in the above entitled proceeding prescribing a distance 
scale of class rates for application to traffic from interior 
points in Iowa to destinations in Kansas on and north of 
the main line of the Atchison, Topeka & Santa Fe Railway 
to La Junta, Colo., 28 I. C. C., 563 (The Traffic World, Janu- 
ary 3, 1914, p. 6). This distance scale became effective 
June 1, 1914. Subsequently, it developed that the applica- 
tion of this scale resulted in rates from cerffiin points in 
Iowa to a number of destinations in Kansas that were lower 
than the rates from Omaha, Neb., Kansas City, Mo., and 
other Missouri River gateways to the same destinations, 
thus creating departures from the long-and-short haul rule of 
the fourth section which would require correction either 
by reductions in the rates from the Missouri River cities 
or increases in the rates from the Iowa points. Upon peti- 
tion for a modification of our order to permit the observ- 
ance of the rates from Omaha as minima from the Iowa 
points involved, we said, in our report of June 17, 1915, 
341. C. C., 379 (The Traffic World, July 10, 1915, p. 64:: 


_The findings of the Commission in the State of Kansas case, 
271. C. C., 673, that the rates from Kansas City to the desti- 
nations here involved did not warrant reduction, and the long- 
Sustained adjustment whereby rates are the same from all 
Missouri River cities, are sufficient to lead to the conclusion 
that the present rates from Omaha to the Kansas destinations 
under consideration, which are now the same as the rates from 
Kansas City, are not unreasonable. Therefore, to remedy the 
deviation from the fourth section indicated, we are of the 
opinion that the order of the Commission in this case should 
be modified. This modification will authorize the respondents 
to establish from the points in Iowa in question to points in 
ansas upon the main line of the Atchison, Topeka & Santa Fe 
to La Junta, Colo., and other points in Kansas north thereof, 
rates not less than those which were in effect upon May 31, 
1914-the day before the order became operative—from the 
Missouri River cities to the same destinations. 
_ Before issuing a formal order modifying our previous order 
In this case, however, we shall expect the carriers to advise 
US as to the method of tariff publication which they desire to 
make in order to render effective the changes in rates herein 
approved. 
* * * * & * 
The carriers in submitting their proposal as to the method 
of making tariff publication of the advanced rates here pro- 
pened will, of course, see that conformity with our tariff regu- 
ations is observed and will submit for our consideration the 
Specific manner in which they propose to publish the rates as 
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to which relief is sought. It is to be understood that in no 
instance are such specific rates to exceed those in effect im- 
mediately prior to May 31, 1914, from the Missouri River cities 
to the Kansas destinations. It is also expected that the rates 
to be published will in all respects, except as otherwise herein 
permitted, conform to the order in this case of Dec. 1, 1913, 
as amended Feb. 27, 1914. 


On February 25, 1916, and March 3, 1916, the defendants 
filed their tariffs to take effect April 6, 1916, increasing the 
rates from Iowa points in question to equal the rates in 
effect May 31, 1914, from Omaha or Kansas City to Kansas 
destinations. Complaint having been made that these 
rates apparently had not received our approval, as evi- 
denced by the fact that our original order had not been 
modified, and also that they were not in conformity in all 
instances with the modification authorized, this proceed- 
ing was reopened June 21, 1916, “in order that the car- 
riers may submit to the Commission the method of tariff 
publication pursued to render effective the changes in the 
rates referred to in said supplemental report of June 17, 
1915, and in order to determine the propriety of the exist- 
ing rates of the defendants herein in the territory in- 
cluded within the scope of the Commission’s report here- 
tofore rendered in this case.” 


It was shown upon the rehearing that prior to the pub- 
lication of the rates effective on April 6, 1916, the defend- 
ants had conferred with the chief of the Commission’s divi- 
sion of tariffs relative to the method of tariff publication, 
and, acting upon the assumption that nothing further was re- 
quired, had proceeded to file the revised rates to take effect 
on statutory notice. The method of publication used by de- 
fendants provided for the application of specific rates from 
these interior Iowa points to points in Kansas based on the 
rates from Omaha or Kansas City in effect May 31, 1914, 
where those specific rates resulted in higher charges than 
would obtain under the class scale originally prescribed 
from the Iowa points to the same destinations. The pub- 
lication of the higher rates from Iowa was a technical vio- 
lation of our order of December-1, 1913, due, apparently, 
to defendants’ misinterpretation of the requirements. of our 
supplemental report above referred to. In view of the 
fact that the original order expired by limitation June 1, 
1916, and also that the distance rates therein prescribed 
were superseded, effective October 25, 1916, by rates equiva- 
lent to those prescribed in the Missouri River-Nebraska 
Cases, 40 I. C. C., 201 (The Traffic World, July 22, 1915, p. 
170), no further action would appear to be required in this 
case if the revised rates are in conformity with the modi- 
fications authorized. 

The complainants show that in the revision effective 
April 6, 1916, certain of the defendants, namely, the Chi- 
cago, Rock Island & Pacific and Missouri Pacific railways, 
published in all instances the rates from Omaha to the 
Kansag destinations as minima from the Iowa points, and 
that these rates were higher to certain points in the east- 
ern portion of Kansas than the rates from Kansas City and 
other lower Missouri River crossings. As an example, they 
show that the third-class rate from Centerville, Iowa, a 
point on the Chicago, Rock Island & Pacific Railway, to 
McPherson, Kan., a distance of 378 miles by way of Kan- 
sas City, would be 59 cents per 100 pounds under the dis- 
tance scale whereas the rate published is the rate of 65 
cents from Omaha to McPherson. The distance from Cen- 
terville to McPherson by way of the Chicago, Rock Island 
& Pacific Railway through Omaha is 600 miles. The third- 
class rate from Kansas City to the same point, in effect 
May 31, 1914, was lower than the distance rate from Cen- 
terville and consequently the latter would have been ap- 
plicable in the absence of the specific rate on the Omaha 
basis. The complainants urge that on traffic from Iowa 
customarily moving through Kansas City the rates should 
have been based on the rates in effect from Kansas City 
when lower than the rates from Omaha. A similar show- 
ing was made in respect of certain rates from points on 
the Chicago Great Western Railway to destinations on 
the Missouri Pacific in Kansas on traffic routed through St. 
Joseph, Mo. 

The purpose of the Commission in authorizing a revision 
of the distance scale originally prescribed was to correct 
the deviations from the requirements of the fourth section 
created by the maintenance of higher rates from the Mis- 
souri River crossings through which the traffic from Iowa 
moved. It was not intended that increases should be made 
in the scale when no deviation from the fourth section 
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occurred, nor was it contemplated that the scale would be 
advanced to equal the maximum rates applying from any 
of the Missouri River cities. The usual routes between 
many points in Iowa and Kansas are via the lower cross- 
ings and the tariffs should have provided for the applica- 
tion of the rates from those crossings to traffic from lowa 
moving via such routes when in excess of the distance 
rates. In order to avoid fourth section complications these 
rates should have been restricted in their application to the 
routes through the lower crossings. The specific rates 
published to points in Kansas on the Atchison, Topeka & 
Santa Fe Railway, applying from originating points in 
Iowa when resulting in higher charges than would accrue 
under the distance rates, were based on the rates from 
Kansas City. This is also true of rates to points on the 
Union Pacific Railroad reached through Kansas City or 
Leavenworth, Kan., when the rates from the latter points 
were lower than the rates from Omaha, and a similar basis 
should have been adopted by all defendants. 

To the extent indicated, therefore, the revised rates are 
not in conformity with the modification authorized. These 
specific rates are still in effect, although, as stated above, 
the distance scale has been superseded by the scale pre- 
scribed in the Missouri River-Nebraska Cases, supra. The 
defendants should promptly revise their tariffs so as to 
provide on traffic from the points in Iowa in question to 
the destinations in Kansas, moving by way of Kansas City 
and other lower Missouri River crossings, rates not in ex- 
cess of those in effect from such crossings to the same 
destinations on May 31,1914. The defendants should notify 
us when such revision has been made. If this revision is 
not accomplished within 60 days from the date of service 
hereof, the matter should be brought to our attention for 
such action as may be appropriate. 

By the Commission. 


RATES ON CEMENT 


An order of dismissal has been made in No. 9094, Allen- 
town Portland Cement Co. et al . vs. Merchants’ & Miners’ 
Transportation Co. et al., opinion No. 4739, 46 I. C. C. 492-4, 
the Commission holding that rates on cement from Chap- 
man and Evansville, Pa., to Savannah, Ga., and Jackson- 
ville, Fla., had been justified. The rates are $2.40 to Sa- 
vannah and $2.50 per net ton to Jacksonville. The com- 
plaint grew out of the fact that cement from Martin’s 
Creek, Pa., was moving for 16 cents less than from Evans- 
ville and Chapman, owing to the maintenance of a trans- 
shipment rate, in which the Pennsylvania joined, but 
from which it must remove itself. The Merchants’ and 
Miners’ Company, to place all the mills in the district on 
an equality, added a loading charge of 16 cents to the 
cement coming from Martin’s Creek and thereby the boat 
line obtained the same rate from all mills. The Commis- 
sion decided its division was not unreasonable. 


KANOTEX CASE AFFIRMED 


CASE NO. 6817. (46 I. C. C., 495-500.) 


KANOTEX REFINING COMPANY VS. ATCHISON, TO- 
PEKA & SANTA FE RAILWAY COMPANY. 
Submitted April 6, 1917. Opinion No. 4740. 


1. The holding in the original report, that it was unlawful for 
the complainant to bill its oil shipments to a point near the 
boundary of the state in which they originated, and thence 
to the ultimate destination in another state, for the purpose 
of defeating the through interstate rate, reaffirmed. 

2. Rates of 38 and 35 cents per 100 pounds on refined petroleum 
in carloads from Caney and Coffeyville, respectively, both 
in the state of Kansas, to Woodward, in the state of Okla- 
homa, found unreasonable to the extent that they exceeded 
22.5 cents. Reparation awarded. 


HARLAN, Commissioner: 

In our original report in this proceeding it appeared 
that the complainant, in order to take advantage on its 
interstate shipments of the substantially lower level of 
rates in the state of Kansas, had devised a plan of first 
billing its refined petroleum to a border point in that state 
and having it rebilled thence by an agent to the intended 
destination outside the state. As was there stated (34 
I. C. C., 271, 272 (The Traffic World, June 26, 1915, p. 
1389)— 

It was frankly admitted of record that the complainant’s 


cars were billed to Kiowa and then rebilled to Woodward, 
under the arrangement with Hill, for the sole purpose of se- 


curing the transportation to the latter point at a lower aggre- 
gate cost than was available under the lawfully published 
through interstate rate from Caney to Woodward; that Wood- 
ward was the intended destination of the shipments, although 
they, were first billed to Kiowa; and that the cars were ex- 
pected to move to Woodward as a continuous shipment, subject 
only to the delay incident to the rebilling at the intermediaie 
point. As a matter of fact, the cars were sometimes actually 


~ handled from Caney through to Woodward in the same train. 


There was at Kiowa no transfer of interest, no actual posses- 
sion taken by Hill, and no constructive possession other than 
may be involved in the rebilling at Kiowa as described. 


We held (id., p. 276) that on such shipments the through’ 


interstate rate was applicable and that the practice re- 
sorted to by the complainant in evasion of it was unlawful. 
The point has again been discussed by the complainant in 
this supplemental hearing, although no rehearing on that 
question was asked by the complainant or requested by 
the Commission. That feature of the case is therefore no 
longer formally before us. Nevertheless we have carefully 
examined the complainant’s further suggestions in that 
connection and find no occasion for modifying our former 
findings and rulings respecting the practice resorted to 
by the complainant to avoid the payment of the legally 
established through rate on its interstate shipments. 

The complainant alleged in the former proceeding that 
the rates on petroleum and its products from Caney and 
Kiowa, both in the state of Kansas, to Woodward, in the 
state of Oklahoma, were unreasonable, unjustly discrimi- 
natory, and unduly preferential, and reparation was asked. 
These questions, however, were reserved in the original 
report because of the general inquiry then pending in 
Midcontinent Oil Rates, 36 I. C. C., 109 (The Traffic World, 
Aug. 28, 1915, p. 537), respecting the rates from the mid- 
continent oil fields in Kansas and Oklahoma to various 
markets. But no testimony was offered or finding made 
in the latter proceeding respecting the reasonableness of 
the rates from the Kansas refineries to destinations in 
Oklahoma, and therefore the petition now before us has 
been filed by the complainant, asking for a supplemental 
order in this case establishing reasonable rates from 
Caney and Kiowa to Woodward: and awarding reparation 
on past shipments. Our attention is also directed by the 
National Refining Company to its intervening petition in 
the original proceeding in which it alleged that the rate 
of 35 cents then in effect from Coffeyville to Woodward 
was unreasonable to the extent that it exceeded a rate 
of 11% cents, reparation being demanded on the latter 
basis. By a_ tariff that became effective on January 17, 
1917, the rate from both Caney and Coffeyville to Wood- 
ward was reduced from 35 cents to 22% cents. This rate 
is still in effect but is regarded by the complainant and 
intervener as unsatisfactory. 

Caney and Coffeyville, the two refining points just men- 
tioned, are in the southeastern part of the state of Kan- 
sas, near its boundary line. Kiowa is a border town in the 
central southern portion of the state. Woodward is on the 
main line of the defendant in the extreme western part of 
the state of Oklahoma. Coffeyville and Caney are on 
branch lines of the defendant, and shipments to Wood- 
ward from each point move through Cherryvale, 17 miles 
from Coffeyville and 32 miles from Caney, and thence 
through Independence and Wellington in the same state. 
The haul from Caney to Woodward is 268 miles long; but 
the average distance from the Kansas refining group 
appears to be about 271 miles. The 35-cent rate from 
Caney and Coffeyville, and from the other Kansas refining 
points grouped with them, that was in effect when the 
complaint was filed on April 13, 1914, was based on our 
findings and order in State of Oklahoma vs. C., R. I. & 
P. Ry. Co., 15 I. C. C., 42 (The Traffic World, Jan. 30, 1909, 
p. 142), decided some eight years ago. We there pre- 
scribed rates on petroleum and its products from refining 
points in the states of Kansas and Missouri to specified 
points in the state of Oklahoma, not including Woodward: 
and while the order was literally complied with by the 
carriers, they did not readjust the rates to all points in 
Oklahoma. At that time the rate from the Kansas group 
to Woodward was 38 cents, and this rate was maintained 
until March 26, 1913, when a general readjustment was 
made, the Woodward rate being reduced to 35 cents per 
100 pounds. The carriers took Independence as a repre- 
sentative point in the refining group and used the 35-cent 
rate that we had prescribed from Kansas City, in the state 
of Missouri, to Guthrie, Oklahoma City, Medford, Enid, 
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and other points in the state of Oklahoma, as a basis for 


jetermining the rate from the Kansas refineries to Wood- 
ward. The approximate average distance for which the 
35cent rate was prescribed is 315 miles; and the defend- 
ant argues that if this rate, over main lines carrying a 
heavy tonnage, was reasonable, certainly a rate of 38 
cents, for a haul only 45 miles shorter but over branch 
lines carrying little traffic and moving to a point in west- 
ern Oklahoma in and through a sparsely settled country, 
was not unreasonable at the time it was charged. It is 
also contended that if, for such a movement, a rate of 38 
cents was not unreasonable, the main-line rate of 35 cents 
could not have been unreasonable from the branch-line 
points. 

The Kansas state rate from Caney to Kiowa is not on 
fle with the Commission, but was and is 9 cents per 100 
pounds. Under the western classification petroleum and 
its products are rated fifth class; and the fifth-class rate 
from Kiowa to Woodward is 23 cents. Although all the 
complainant’s shipments from Caney were of refined oil, 
ina number of instances a rate of 8 cents per 100 pounds, 
applicable on crude oil from Kiowa to Woodward, was 
charged. However, as all the bills for undercharges on 
these shipments, based on the application of the through 
rates, have since been paid by the complainant, presump- 
tively at least, the charges originally collected from Kiowa 
to Woodward are of no further significance in this pro- 
ceeding. 

A plan for evading the through rate, similar to that dis- 
cussed in the opening paragraph of this report, was en- 
countered by the carriers engaged in the transportation of 
petroleum oil from Kansas to points in the state of Colo- 
rado; they overcame it by the publication of through rates 
from Kansas points to Colorado points, made on the basis 
of the state rate to the last station in Kansas and the 
local interstate rate beyond, plus 2 cents per 100 pounds. 
This basis was approved in Mutual Oil Co. vs. A., T. & 
§. F. Ry. Co., 38 I. C. C., 591 (The Traffic World, April 22, 
1915, p. 884), where it appeared that in order to defeat 
the through rate of 26 cents between both Coffeyville and 
Niotaze, in the state of Kansas, and Superior, in the state 
of Nebraska, the complainant was rebilling his shipments 
at Webber, the aggregate of the intermediate rates on 
that Kansas junction being 18% cents. Reparation was 
awarded on the basis of a rate of 20% cents, and this rate 
was prescribed for the future. The sum of the intermedi- 
ate rates charged on the shipments involved on the record 
now before us, plus 2 cents per 100 pounds, would be 34 
cents per 100 pounds, and the defendant cites this fact 
as a further reason for a finding that the 35-cent rate 
actually assessed was not unreasonable at the time it 
was charged. 

The complainants lay great stress, however, on their 
contention that the rates fixed in State of Oklahoma vs. 
C,R. 1. & P. Ry. Co., supra, in the year 1909, were unrea- 
sonable as applied to shipments made in 1912 and to and 
including 1915, because of the vast increase in the pro- 
duction of the midcontinent field. In 1900 the output of 
that field was less than a million barrels; in 1909 the pro- 
duction had jumped to approximately 50,000,000 barrels, 
and in 1912 it was in excess of 65,000,000 barrels. The 
complainant urges that one of the important factors to 
be considered in the establishment of commodity rates is 
the volume of the movement, and it argues that at the 
time the Commission issued its report in the case referred 
to the midcontinent field was practically in its infancy, 
the movement being small as compared with the volume 
of oil now moving. There is nothing of record, however, 
to indicate whether there has been an increase in the 
amount of oil moving from Caney or Coffeyville to Wood- 
ward. Moreover, as previously observed, the general basis 
of rates on oil in western classification territory is fifth 
class; but in numerous instances the carriers, in recogni- 
tion of the volume of the traffic, have established com- 
modity rates, which in some cases are but 40 per cent of 
the class rate; and the defendant insists that as the fifth- 
class rate from Caney to Woodward is 62 cents, the rea- 
sonableness of the commodity rates of 38, 35, and 22.5 
cents, heretofore mentioned, is indicated by the percentage 
they bear to the class rate. 

Pe rate on petroleum and its products from points in 
on oma to Kansas City is, generally speaking, 15 cents; 
rate, for instance, applies from Cushing, distant 280 
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miles from Kansas City. The complainant also cites for 
comparative purposes the rates on similar commodities 
from Coffeyville to numerous points in the state of Arkan- 
sas, ranging from 19 cents for 164 miles to 38 cents for 
474 miles. 

The rate of 11.5 cents, which the complainant and inter- 
vener pray be fixed as reasonable by this Commission, is 
that established by legislative enactment of the state of 
Kansas for a distance of 275 miles. The ton-mile and 
car-mile earnings under this rate are 8.4 mills and 23 
cents, respectively. The rates for this distance in the 
states of Missouri, Oklahoma, and Nebraska are, respec- 
tively, 18, 20.7, and 21.77 cents. It is stated of record that 
the Kansas state scale has been in litigation ever since 
its enactment and that an application to increase it is now 
pending before the proper state tribunal. The complain- 
ant asserts that because of its enactment by state author- 
ity, after investigation, its reasonableness should be pre- 
sumed. 

It was testified on behalf of the complainant that in an 
informal reparation case the Commission has awarded 
reparation on shipments of refined petroleum from Coffey- 
ville to Tulsa, in the state of Oklahoma, on the basis of 
21 cents per 100 pounds, the rate on crude oil between 
the same points being 15 cents. In this connection ref- 
erence is made to distance tariff rates of 15 cents per 100 
pounds applicable on crude and fuel oil (1) between 
points in the state of Oklahoma distant from 260 to 280 
miles from each other; (2) from stations on the line of 
the defendant in that state to stations on its line in 
Kansas; and (3) from stations in Oklahoma to stations 
in Arkansas. The complainant asserts, therefore, that 
the use of a 6-cent differential would fix the rate on petro- 
leum and its products at 21 cents. On the other hand, 
this testimony seems to indicate that a rate of less than 
21 cents would be too low. 

The defendant contends that the question of the rate 
from Kiowa to Woodward is no longer in the case, since 
the complainant stated at the original hearing that it 
would not be entitled to an adjudication of the reason- 
ableness of the 23-cent fifth-class rate if the Commission 
should find that the practice of rebilling to defeat the 
through rate was illegal. But since that hearing the 
complainant has established a distributing station at 
Kiowa and now claims the right to have the question 
determined. Woodward is about 75 miles beyond Kiowa, 
and the only statement in the record in respect of the rate 
is that the Kansas distance tariff rate for that distance 
should be applied. On this record we are not warranted 
in finding that the fifth-class rate is unreasonable or un- 
justly discriminatory. 

When this case was first argued, in April, 1915, counsel 
for the defendant, referring to the rate from Caney to 
Woodward, said: 


We are willing to admit that possibly it is a trifle high 
- & *. The railroads had under consideration the proposi- 
tion of seeing if it could be figured out, and, if too high, it 
could be reduced and what reduction should be made. 


But it was not until January 17, 1917, nearly two years 
later, that the rate was reduced to 22.5 cents. 

Upon all the facts disclosed of record we find that the 
rates of 38 cents and 35 cents charged for the transporta- 
tion of refined petroleum from Caney, and the 35-cent rate 
charged for the transportation of the same commodity 
from Coffeyville to Woodward were unreasonable to the 
extent that they exceed the present rate of 22.5 cents per 
100 pounds. Inasmuch, however, as the latter rate has 
been in effect for some time, and also as it is involved in 
a more comprehensive proceeding, No. 9327, National 
Petroleum Asso. et al. vs. M., K. & T. Ry. et al., now pend- 
ing, no order requiring its maintenance for the future is 
advisable. 

Notwithstanding the point made. by the defendant, 
namely, that since the shipments were sold f. o. b. Caney 
and Coffeyville the proper parties entitled to reparation 
are not before the Commission, it is shown of record, 
and we conclude and find, that the shipments were made 
by the complainant to itself and by the intervener to 
itself; that the complainant and the intervener paid and 
bore the charges thereon; and that as to the shipments 
delivered at destination within two years prior to the 
filing of the complaint on April 13, 1914, and as to the 
shipments delivered at destination within two years prior 
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to the filing of the statement of shipments at the hearing 
on January 30, 1917, the complainant and intervener have 
been damaged and are entitled to reparation with inter- 
est, to the extent to which they paid charges in excess 
of 22.5 cents. Certain of the shipments are barred, that 
of April 5, 1912, and those transported during the period 
from October 15, 1914, to and including January 12, 1915, 
the statement of which latter shipments was first filed 
January 30, 1917. 

The exact amount of reparation is not ascertainable 
from the present record. A statement may be prepared 
by the parties in interest showing the details of the ship- 
ments in accordance with rule V of the Rules of Practice, 
upon the receipt of which properly verified the entry of 
an order awarding reparation will have consideration. 

By the Commission. 


TAP LINE CASE 


The Commission has dismissed No. 3878, Davis Bros. 
Lumber Co. vs. C. R. I. & P. et al., Opinion No. 4741, 46 
I. C. C., 501-5. The case was a tap line case and the report 
was written by Commissioner Harlan. It says the com- 
plainant’s tap line, although incorporated as a common 
carrier, affirmatively declined to assume that relation to 
the public, but continued to operate only as a logging road, 
and therefore filed no rates with and made no reports to 
the Commission. Under these circumstances the Commis- 
sion held that there was no similarity in the circumstances 
and conditions under which the trunk line railroads made 
allowances to other incorporated tap lines which assumed 
and sustained the relationship of common carriers toward 
the public. The Commission held that the trunk lines were 
justified in denying allowances to the complainant’s tap 
lines and that therefore there was no unlawful prejudice 
to the complainant in the practice of the trunk lines in 
that regard. 


RATE ON CRUDE BARTYES 


An order of reparation has been made in No. 8891, 
Harrison Bros. & Co., Inc., vs. L. & N. et al., opinion 
No. 4745, 46 I. C. C., 515-19, the Commission holding the 
sixth class rate on crude barytes from Lexington, Ky., 
to Philadelphia had been shown to be unreasonable be- 
cause in excess of a commodity rate of 15.5 cents now in 
effect. The Commission, coincidentally with this decision, 
issued its fourth section order No. 6813, based on L. & N. 
application No. 1952, denying fourth section relief on 
barytes from Lexington to Philadelphia, effective Novem- 
ber 1. The rate condemned was 23 cents, which the L. 
& N., according to the report, admitted to be excessive. 
Commissioner Harlan dissented. 


SOUTHWESTERN CLASS CASE 


l. AND §S. NO. 1016 
To be submitted. 


Proposed class rates between points in Texas and points in 
Oklahoma, between Shreveport, La., and certain points in 
Oklahoma, on interstate traffic between points in the state 
of Oklahoma and between points in Kansas and the pan- 
handle of Texas, found not justified. Schedules under sus- 
pension ordered canceled without prejudice to the filing of 
tariffs to conform to our findings. 


Tentative Report Suggested by Attorney-Examiner Edgar 
Watkins. 


Prior to 1912, rates between Oklahoma and Texas were 
of two kinds, called standard rates and jobbers’ rates; 
the first being based somewhat on a former mileage 
scale effective in Oklahoma, and the second and lower 
rates being published from certain points at which were 
located jobbing businesses. These rates being assailed as 
unreasonable and unduly preferential of Texas points, 
the Interstate Commerce Commission prescribed as just, 
reasonable and non-discriminatory a mileage scale of class 
rates applicable between Oklahoma and Texas which will 
be herein referred to as the Texas-Oklahoma scale. Cor- 
poration Commission of Oklahoma vs. A. S. Ry. Co., 23 
I. C. C., 688; 26 I. C. C., 520. Before this mileage scale 
was prescribed there existed for alternate application 
group rates, Texas being grouped, but Oklahoma not. 
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After this scale was prescribed the carriers continued the 
Texas grouping and established groups in Oklahoma. 

In 1915 complaint was made of the class rates between 
Shreveport, La., and certain points in Oklahoma located 
on the lines of the St. Louis & San Francisco Railroad 
Company, and Texas, Oklahoma & Eastern Railroad. 
After hearing it was held that such rates should “not 
exceed, distance considered, the class rates contempo. 
raneously charged for similar hauls between these sta- 
tions and points in Texas.” Shreveport Chamber of Com- 
merce vs. K. C. S. Ry. Co., 39 I. C. C., 296. 

In 1911 the Railroad Commission of the State of Louisi- 
ana assailed before the Interstate Commerce Commission 
the class and certain commodity rates from Shreveport 
to points in the state of Texas. The interstate rates were 
alleged to be unreasonable and to constitute an undue 
preference of Texas shippers using the Texas intrastate 
rates. After hearing, the preference was found to exist 
and to be unlawful. Railroad Commission of Louisiana 
vs. St. L. S. W. Ry. Co., 23 I. C. C., 31. This finding was 
sustained in the courts. Texas & P. Ry. Co. vs. United 
States, 205 Fed., 380; Houston & Texas Ry. vs. United 
States, 234 U. S., 342. Additional relief was granted in 
a supplemental report in the original case. 34 I. C. C, 
472. By a subsequent proceeding the issues were broad- 
ened; and, after hearing, a mileage scale, herein called 
the Shreveport scale, was prescribed applicable between 
Shreveport and points in Texas, and it was found that 
rates between points in Texas lower than the Shreveport 
scale resulted in an unlawful preference to the prejudice 
of interstate commerce. Railroad Commission of Louisi- 
ana vs. A. H. T. Ry. Co., 41 I. C. C., 83. While this scale 
of class rates is now in force, a rehearing has been 
granted and is pending. 

In the proceeding now before the Commission there is 
under suspension until Dec. 1, 1917, tariffs proposing in- 
creases in the class rates between points in Oklahoma 
and Texas, on interstate traffic between points in Okla- 
homa, between Shreveport and the points in Oklahoma 
affected by the opinion in Shreveport Chamber of Com- 
merce vs. K. C. S. Ry. Co., supra, and between points 
in Kansas and points in northwestern Texas, called the 
panhandle. While not resting their defense solely on 
the cases cited above, respondents do contend that the 
proposed rates between points in Texas and points in 
Oklahoma, and between points in Oklahoma, are necessary 
properly to relate the rates of localities in Texas, paying 
rates under the Shreveport scale, with the rates of lo- 
calities in Oklahoma; that the proposed rates from Kan- 
sas to Texas points are made necessary by the increases 
between Oklahoma and the same Texas points, and that 
the increases from Shreveport are required under the 
order of the Commission in the Shreveport Chamber of 
Commerce case, supra. 

In the proposed rates the group basis for alternate 
application is not changed except as the group rates are 
increased to group 14; a triangular territory in north- 
west Texas bounded by the Texas-Oklahoma state line, 
the Fort Worth & Denver City Railroad, and the pan- 
handle division of the Gulf, Colorado & Santa Fe Railway. 

To some points, affected by the suspended tariffs, cattle 
move on class rates. The respondents, however, promise 
to publish commodity rates to take care of this move- 
ment, and the effect of the suspended tariffs on shipments 
of cattle need not be considered. 

Protests were made by the Oklahoma Traffic Associa- 
tion, Texas Industrial Traffic League, Bartlett-Collins 
Glass Company, Corporation Commission of the State of 
Oklahoma, Fort Smith (Ark.) Traffic Bureau, Greater 
Muskogee Association, Railroad Commission of the State 
of Arkansas, Fort Worth (Tex.) Freight Bureau, Dallas 
(Tex.) Chamber of Commerce, and the Public Utilities 
Commission of the State of Kansas. 

Respondents present different reasons as a justification 
for the proposed increased rates, and these may be briefly 
and generally summarized as follows: 

Present rates are below a normal basis, rates from 
Missouri and Mississippi river points have been increased 
without corresponding increases in these rates, and are 
on a higher basis than the rates here sought to be in 
creased, the classified freight pays less than its proper 
proportion of the transportation expenses, the similarity 
in transportation conditions in -the territory involved 
justify similar rates to those between Shreveport and 
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Texas, and existing discriminations will ‘be removed by 
permitting the rates in the suspended tariffs to become 
effective. 

Protestants do not all contend that the present Okla- 
npoma-Texas scale of rates is sufficiently high. They pre- 
sent the issues that the proposed rates are discriminatory 
and too high. 


The Claim that Present Rates Have Been Decreased 
While Other Rates Have Increased. 


While all class rates are sought to be increased, com- 
modity rates are published in this territory which include 
substantially all the regular carload movements. For this 
reason both respondents and protestants directed prac- 
tically all their testimony relating to the cost of service 
to less-than-carload traffic. 

The rates between Shreveport and Oklahoma points as 
shown above are made with relation to rates between 
Texas and Oklahoma points. The rates from the Kansas 
points to the panhandle of Texas have a relation to the 
rates from points in both Oklahoma and Texas to the 
same destinations. It follows, therefore, that the evidence 
as to the Texas-Oklahoma rates is persuasive of the 
issues growing out of the other rates here involved. Un- 
less specially limited, the statements of fact herein re- 
fering to the proposed Texas-Oklahoma rates will be 
applicable to all the suspended rates. 

The table following does not include all the fluctuations 
of rates, but is representative of respondent’s. testimony 
relating to the claim that the present rates are sub- 
normal and have not increased as related rates have. 
Brevity results, and the value of the table is not lost by 
using the first class rates only and those for mileages 
10, 100 and 200 miles. Rates throughout this report are 
stated in cents per 100 pounds. 


RATE HISTORY IN TEXAS, OKLAHOMA AND KANSAS. 
Class 1. 

100 200 
miles. miles. 


10 
miles. 


21 50 

Texas intrastate by order of state commis- 

sion Aug. 6, 1895 20 
Texas intrastate by order of state commis- 

sion Feb. 10, 1902 
Santa Fe interstate and intrastate in Okla- 

*homa Nov. 17, 1903 
Santa Fe jobbers and intrastate in Okla- 

homa Feb. 5, 1904 
Santa Fe jobbers and intrastate in Okla- 

homa Feb. 5, 1907 
“<-¥ commission order intrastate Dec. 
as commotion order intrastate Sept. 

, 1890 By. 73 
Santa Fe from Kansas points to panhandle 

Nov. 17, 1903 S § 89 
Proposed scale 2% 5é 80 


The history of the rates from St. Louis to Texas com- 
mon points is illustrative of the rates from all defined 
lerritories. Using class 1 rates as representative, it ap- 
pears: 


Date. 
RN, TO iow eatoniees-siacee sds 
January 20, 1889 
March 15, 1903 


TO OKLAHOMA. 

sai Oklahoma 

a Ardmore. City. 
January 1, 1893 133 
April 5, 1904 130 

_ Now 130 

From Kansas City: 
December 5, 1892 86 
December 14, 1905 95 
January 31, 1909 95 
N 95 


*Not shown. 


Relationship of Rates from Kansas City Territory to 
Texas Points to Proposed Rates Between Points 
in Oklahoma and Texas. 


Kansas City, Mo., is representative of points on the 
horthern boundary and Arkansas City, Kan., of points 
on the southern boundary of the Kansas City rate ter- 
titory. While St. Joseph, Mo., is in this territory and 
65 miles north of Kansas City, the points of Kansas City 
and Arkansas City may be properly used to obtain an 
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approximate average of the distances from the group to 
Texas. Using the average of the distances from Kansas 
City and Arkansas City to Gainesville, Tex., which is 356 
miles, respondents compare the group rates on first class 
of 127 cents with the proposed scale of 356 miles of 106 
cents. From Oklahoma City to Texas points the distances 
are less than from either Kansas City or Arkansas City. 
The following table shows the rates to a representative 
point in each of the 14 groups in Texas from the Kansas 
City rate territory designated by the symbol (a) con- 
trasted with the proposed rates between Oklahoma City 
and each of such representative points designated as (b): 


Rates on 
————— Class 1. 


Rates on 
Class 1. 


Rates on 


Group— Class1l. Group— 


From this showing it appears that the proposed rates 
although less than the rates from the Kansas City rate 
territory to Texas points are higher for equal distances. 


The Relationship of the Transportation Costs and Reve- 
nue from Traffic Moving Under Class Rates to 
That Moving Under Commodity Rates. 


As has already been said, commodity rates in the ter- 
ritory affected by the suspended tariffs are published for 
carload traffic generally and the proposed rates apply 
chiefly to the less-than-carload traffic. For this reason 
testimony relating to the cost of the less-than-carload 
service was presented by both respondents and protest- 
ants. * 

On the Missouri, Kansas & Texas Railway the average 
loading of carload traffic was, for the calendar year 1916, 
25.3 tons, and for the months of January to June, inclusive, 
of the same year the loading of less-than-carload traffic 
averages about 7,000 pounds. On the Chicago, Rock 
Island & Pacific Railway the carload loading for the 
fiscal year ended June 30, 1916, was 25.2 tons. For the 
fiscal years 1915 and 1916 the less-than-carload loading 
averaged 3.6 tons and 4 tons, respectively. This loading 
was obtained by taking the total Jess-than-carload tonnage 
and dividing that amount by the total of all cars in which 
any less-than-carload traffic was hauled. This method 
uses as one of the integers of the divisor any car into 
which a small amount of freight is placed, although 
such car would otherwise move empty. The witness for 
this carrier recognizing this fact, used 5 tons as the aver- 
age loading of the less-than-carload traffic and presented 
a contrast of the car capacity used in hauling the two 


classes of traffic. This contrast follows: 
Percent- 
age load 
to weight- 
carrying 
Pounds. capacity. 
50,400 
10,000 


75,400 


Tons. 

Average load all C. L. freight... 25.2 
Average load all L. C. L. freight 5 
Weight-carrying capacity C. R. 

I. & P. freight cars 
Weight-carrying capacity C. R. 

I. & P. box cars 
All freight: 


Other testimony indicates that 5 tons is not below a 
fair average loading of the commodities moving less than 


carload. The extra cost of rehandling and waybilling 
less-than-carload shipments was shown. 

Exhibits of the percentage of all less-than-carload traffic 
and earnings to all traffic and earnings of certain roads 
reporting to the Corporation Commission of Oklahoma 
show: 

Per cent 

that L. C. L. 
traffic Per cent 
bears to of L. C. L. 
Road. all traffic. revenue. 
Atchison, Topeka & Santa Fe 5.30 18.25 
St. Louis & San Francisco 16.64 
Missouri, Kansas & Texas 18.46 





364 


The testimony is not sufficient to justify a certain find- 
ing of the relative cost and earnings of carload and less- 
than-carload traffic. It does appear that there is a greater 
cost of transferring and rehandling the less-than-carload 
business and that to move a stated amount of traffic 
requires about five times as many cars for the less-than- 
carload business as for the carload business, and that the 
revenue per ton paid by the former is about three and 
three-fourths times as much on the latter. 

The station costs on less-than-carload business exceeds 
that on carloads. Allocating the costs when possible, and 
making distribution according to certain formulas when 
allocation is not possible, and using 13 stations in Okla- 
homa, a witness for the Santa Fe arrived at the conclu- 
sion that the station costs on that road on less-than- 
carload traffic was $1.82 per ton for each of the two 
necessary terminal services. This amount, which is 18.2 
cents per 100 pounds for two terminals, includes no 
charges for taxes, rentals, hire of equipment, returns on 
property, or loss and damage to the traffic. 

The items of this claimed cost are for each terminal 
as follows: 


Maintenance of station warehouse 
Maintenance of station office 
Warehouse labor 
Clerical 
Miscellaneous station work 
Station supplies and expenses 
These items make up the total station cost, amounting 
to 96 cents. 
Other costs: 
Maintenance of station tracks 
Yard switching 
Train stops 
Locomotive repairs and depreciation and renewals.... 
Car repairs, depreciation and renewals 
Miscellaneous 


Applying 60.54 per cent, the ratio of operating expenses 
to operating revenues, of the Santa Fe for the fiscal 
year 1916 to this cost of $3.64 per ton, respondent claims 
that a reasonable charge for the two station services is 
$6.02: per ton, or 30.1 cents per 100 pounds. The principal 
error in these figures is that they are based on the as- 
sumption that certain charges should be assigned on a 
per car basis, thus making the same charge for a car 
containing the average load of less-than-carload freight 
as the car containing the average load of carload freight. 
On the Rock Island, by the use of similar methods ap- 
plied to Oklahoma City, Lawton, and Foss, three points 
in the state of Oklahoma representative of the larger, 
the medium and the smaller points, a station cost of 
$3.22 a ton, or 17 cents per 100 pounds, was shown for 
two terminals. The protestant’s methods of allocation 
and distribution show the station costs to be for two 
terminals by one method 13.6 cents per 100 pounds, by 
the other 15.2. Protestants in arriving at these figures 
disregard the fact that it takes five cars to transport 
as much less-than-carload traffic as is transported in one 
car of carload traffic, and further, no distribution what- 
ever was made of an item of maintenance of equipment 
expense amounting annually to $290,000. Other errors 
were pointed out, but these show that the cost is in excess 
of the figures given by protestants. 

The comparable figures shown in Railroad Commission 
of Louisiana vs. A. H. T. Ry. Co., supra, were for two 
terminals 17.7 cents per 100 pounds. 

The suspended rates in this proceeding are for the 
shortest haul on the principal less-than-carload classes as 
follows: 


3 4 
16 14 
It was found in the case last cited that the percentage 


of traffic moving under each of those classes was as 
follows: 
3 4 Total 
Percentage 28 46 100 
These percentages of traffic applied to the proposed 
rate show: 
First 
Second 


Third 
Fourth 


Total receipts, 100 pounds 


18 pounds X 23 cents 
class, 8 pounds X 19 cents 
class, 28 pounds X 16 cents 
class, 46 pounds X 14 cents 


class, 
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When it is remembered that the commodities moving 
less than carload are usually high-class commodities on 
which the value of the service is above the averaze, jt 
is clear that even the figures of protestants show that the 
base rates here under suspension are reasonable. There. 
fore, more detailed analysis of the different cost figures 
is unnecessary. So patent is this fact that the principa] 
witness for the protestants, an able traffic expert. pro. 
poses a scale of rates beginning with 24.1 cents first clags. 

There has been both an increase of business and an 
increase of the cost of operation in 1916 over the next 
preceding years. Facts as to the increased business were 
given by protestants, and respondents give some estj- 
mates of the increased operating costs, especially those 
chargeable to increased wages. How far the increased 
business may decrease the unit cost of conducting trans. 
portation, and the extent that such cost may be increased 
by the greater expense resulting from higher wages and 
more expensive fuel and material cannot even approxi- 
mately be determined from this record. 


The Shreveport Scale. 


The Shreveport scale was prescribed to meet a partic. 
ular situation that had grown up in Texas, and that scale 
reached its maximum of $1.06 first class at 351 miles, 
Greater than that distance the rates were blanketed un- 
til differential territory in Texas was reached. Begin. 
ning at the boundary of this territory, additions were 
made by certain prescribed differentials increasing with 
the distance in that territory. That the Commission found 
reasonable the rates in that scale is urged as one argu- 
ment in favor of the reasonableness of the suspended 
rates. 

The different classes in that scale bear a percentage 
relationship to-each other as follows: 


s £- & €& A BEDE 


1 
Percentage ...100 85 70 60 50 52 40 35 30 25 


It will, therefore, generally be unnecessary to give 
more than the rate on class 1 in speaking of this scale. 

In the actual application of the Shreveport scale here 
sought to be applied, the blanketing mentioned above and 
the different points at which differential territory is en- 
tered produces different rates between Oklahoma and 
Wichita, on the one hand, and Texas, on the other, than 
are produced by the scale for the territory for which it 
was provided. 

This is illustrated by the subjoined tables. 


STATEMENT SHOWING THE AMOUNTS THAT THE PRO- 
POSED MILEAGE CLASS SCALE BETWEEN OKLA- 
HOMA AND TEXAS EXCEEDS THE “SHREVEPORT" 
SCALE. 

SECTION NO. 1.—SINGLE-LINE RATES. 
First-class 
Distances. rate. 
Oklahoma-Texas proposed..425 miles and over 400.. 109 
“Shreveport” scale 425 miles and over 400.. 106 


Difference in cents 


Oklahoma-Texas proposed. .450 miles and over 425.. 
“Shreveport” scale 450 miles and over 425.. 


Difference in cents 


Oklahoma-Texas proposed.. ‘ miles and over 450.. 


“Shreveport”’ scale miles and over 450.. 


Difference in cents 
Per cent that ‘‘A’’ is higher 


Oklahoma-Texas proposed..500 miles and over 450.. 
“Shreveport’’ scale 500 miles and over 450.. 


Difference in cents 
Per cent that ‘‘A’”’ is higher 


) Oklahoma-Texas proposed. .525 miles and over 500.. 
“Shreveport” scale 525 miles and over 500.. 


Difference in cents 
Per cent that ‘‘A’’ is higher 


) Oklahoma-Texas proposed. = miles and over 525.. 
“Shreveport”’ scale 0 miles and over 525.. 


Difference in cents 
Per cent that ‘‘A’”’ is higher than ‘“B” 


SECTION NO. 2.—JOINT RATES. 


Oklahoma-Texas proposed..275 miles and over 250.. 
“Shreveport” scale 275 miles and over 250.. 


Difference in cents............ nome smeeeees-e 
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A) Oklahoma-Texas proposed. .300 miles and ovér 275.. 108 
(B) “Shreveport” scale.......... 300 miles and over 275.. 106 
DEMSPSNCS It COMES. onc csccccccvcseccc Mweccoss 2 
(A) Oklahoma-Texas proposed. .325 miles and over 300.. 111 
(B) “Shreveport” scale.......... 325 miles and over 300.. 106 
ey a 2. coal ae aeakoeseeebeet es 5 
Per cent that ‘“‘A”’ is higher than “B’’............ 5 
(A) Okl: ihoma-Texas proposed..350 miles and over 325. 111 
(B) “Shreveport’’ scale.......... 350 miles and over 325.. 106 
en ey eer 5 
Per cent that “A” is higher than “B’’.........-sccce- dD 
(A) Oklahoma- -Texas proposed. .375 miles and over 350.. 114 
(B) “Shreveport” scale.......... 375 miles and over 350.. 106 
Sey er err ee arr 8 

Per cent that “A” i¢ higher than “B”’......ccecce 7.5 
(A) Oklahoma- -Texas proposed..400 miles and over 375.. 114 
(B) “Shreveport” scale.......... 400 miles and over 375. 106 
eer 8 

Per cent that “A” is higher than “B” ......<cccses 7.5 
(A) Oklahoma-Texas proposed..425 miles and over 400.. 117 
(B) “Shreveport”? scale.......... 425 miles and over 400.. 114 
ee ee Is i Ses cheese cocacenestes 3 
(A) Oklahoma- Texas proposed. - miles and over 425.. 117 
(B) “Shreveport”’ scale.......... 450 miles and over 425.. 114 
I Bi GOTO ion o5'b0d4e0ssd0nreeenees 3 
(A) Oklahoma- Texas proposed..475 miles and over 450.. 155 
(B) “Shreveport”’ scale.......... 475 miles and over 450. 114 
Fh a is oo sais i aa oa casa cesses 41 
Per cent that ‘‘A’”’ is higher than “B’’.........:.. 36 
(A) Oklahoma-Texas proposed. -500 miles and over 475. 162 
(B) “Shreveport”? scale.......... 500 miles and over 475.. 114 
I Oi I i ih 0 as is oh nnccwee vise nsbeos 53 

Per cent that ‘‘A’’ is higher than “B’’............ 46.5 
(A) Oklahoma-Texas proposed..525 miles and over 500. 172 
(B) “Shreveport” scale.......... 525 miles and over 500. 114 
NS Th DAN in gti teeensess bane baes 58 

Per cent that “A’”’ is higher aes ne ee a 50.8 
(A) Oklahoma-Texas proposed..550 miles and over 525. 178 
(B) “Shreveport’”’ scale.......... 550 miles and over 525. 114 
EO GR so inn era crtnirsanssueeuniees 64 

Per cent that “A” is higher than “B’’.....cccccoses 56.1 


(A)—Carriers’ proposed Oklahoma-Texas two or more lines 
scale, Supplement 57 to Leland’s I. C. C. No. 1048. 
(B)—Shreveport scale as applied on Texas traffic, Fonda’s 


LC. C. No. 33 


STATEMENT SHOWING SPECIFIC CLASS RATES 


FROM 


DALLAS, TEX., TO POINTS in PANHANDLE OF TEXAS 
ON ROCK ISLAND COMPARED WITH RATES IN SUS- 


PENDED OKLAHOMA-TEXAS 


HAULS. 
RATE 


SCALE 


FOR SOME 


THE SECOND RATE GIVEN BEING THE 
TO DIFFERENTIAL TERRITORY PLUS THE 


RATE IN THAT TERRITORY FOR THE DIFFERENTIAL 


DISTANCE. 
Miles 
Amarillo: 
1. Specifie Dallas ratewso...cccsecces *367.7 
, 2. Oklahoma-Texas same distance... ..... 
oncy: 
% Bpecifie TaMas TAtOG. occicciccceses *374.2 
2. Oklahoma-Texas same distance... ..... 
Bushland: 
1. Specific Dallas rates...........6.6. *381 
2. Oklahoma- Texas same distance... ..... 
Wildorado: 
. Specific Daline raeteBs..ccccccscccs *389 
Ye 2. Oklahoma-Texas same distance... ..... 
ga: 
i Specie Dallas rates: ..c.csciecscee *402 
2, Oklahoma-Texas same distance... ..... 
Ontario: 
1. Specific Dallas rates.............. *404 
2. Oklahoma-Texas same distance... ..... 
Adrian: 
: Specific Dallas rateS.......cescore *415.8 
2. Oklahoma-Texas same distance... ..... 
Glenrio: 
1. Specific Dallas rates.............. *439.3 
2, Oklahoma-Texas same distance... ..... 


Averages: 


1. Specific Dallas rates......... 
2, Oklahoma-Texas same distance... 


Cait 


‘Indicates mileage over two or more lines. 


Routing. 


Route Rates, 


No. Class 1. 
A 120 
én 128 
B 121 
‘6 129 
B 122 
‘ 130 
B 123 
a 131 
B 125 
e) 135 
B 125 
: 135 
B 125 
‘ 136 
B 125 
‘ 142 

123.2 
133.2 


In seeking to project the Shreveport scale to the ter- 


titory here involved, respondents propose to apply the 
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scale to the mileage of the usual and customary routes, 
while from Shreveport to Texas and in Texas the dis- 
tance is determined by the shortest mileage over which 
the traffic can move. This results in the proposed rates 
being in some instances higher than the Shreveport scale 
rates. 

Respondents promise to open up new routes when that 
is demanded and proper. They cite section 15 of the act 
and insist that they should not be required to embrace 
in any through route substantially less than the entire 
length of their respective roads and of any intermediate 
road operated or controlled lying between the termini of 
such routes. 

It is not the route over which the traffic moves that 
is here material. It is the route by which the distance 
that fixes the rate is reckoned which interests protest- 
ants. Respondents propose a method to be applied here 
which is unduly prejudicial to the protestants. One, at 
least, of the reasons urged in support of the proposed 
schedules is that thereby will be removed a prejudice 
against Shreveport and Texas points. It is not permissi- 
ble to shift the prejudicial burden to other points, as is 
here proposed. 

Discrimination. 


Respondents present the contention that the proposed 
rates will remove a discrimination now existing as a re- 
sult of applying the Shreveport scale .in Texas and be- 
tween Shreveport and Texas points. 


The Texas-Oklahoma scale, generally applicable between 
Texas and Oklahoma, but subject to the alternative group 
rates when the group rates are lower, is ascale lower than 
the Shreveport scale. The two scales differ also in the 
percentage relationship of the several classes. The dif- 
ferential added for a joint line haul is the same in the 
two scales. The result of the application of different 
scales and the group basis between Texas and Oklahoma 
gives lower rates to the territory whose rates are here 
sought to be increased than now prevail in the Shreve- 
port-Texas territory. 


Rates from Kansas points, of which Wichita is repre- 
sentative, are lower than the Shreveport scale and the 
proposed rates seek to make these two sets of rates on 
the same basis. In other tariffs published to become 
effective May 1, 1917, and suspended in Investigation and 
Suspension Docket No. 1073, it is proposed to align the 
rates from Kansas to Oklahoma with the suspended rates 
from Kansas to Texas panhandle points. From Fort 
Smith, Ark., to Texas there will be some better relation- 
ship under the proposed than under the present rates, 
but a still better relationsip would result were the Shreve- 
port scale extended and made a strictly mileage scale 
instead of an attempted amalgamation of a mileage scale 
and the former Texas common-point system of rates. 
From points in Kansas near the Kansas-Oklahoma line 
higher rates are in force than is proposed from nearby 
points in Oklahoma. This is illustrated by the rates from 
South Coffeyville, Okla., and Coffeyville, Kan., practically 
one locality. The specific rates, which are group rates 
applying from much greater distances, from Coffeyville 
to a point in Texas 411 miles, are on a scale of $1.27, 
while the proposed distance scale from South Coffeyville 
for 411 miles for a single-line haul is lower. Group rates 
are not exactly comparable with mileage rates, and other 
points might be selected from which the group rates 
would be lower than the proposed rates. This does not 
prevent a specific point in a group from being eniitled 
to rates properly related to other localities. We said in 
Kaufman Commercial Club vs. H. N. O. R. R. Co., 31 
I. C. C., 167, 171, “A just equality of opportunity for 
shipper and locality is required by law.” Mention has 
already been made of the fact that the rates from Kan- 
sas City and St. Louis are on a lower basis per mile 
than are the proposed rates. Competition exists between 
shippers under the proposed rates and shippers at St. 
Louis and Kansas City. That the Kansas City and St. 
Louis rates are grouped differentiates to an extent that 
situation from the situation resulting from the rates here 
in issue. Taking points in Texas, to which Oklahoma 
City and Kansas City both ship, protestants show that 
the proposed rates average 24.1 per cent higher per mile 
than the present rates from Kansas City. 

It is proposed by respondents later to make some re- 
adjustments in all southwestern rates with a view of 
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properly relating the rates from all competitive points. 

Some commodity rates now constituting a preference 
of Oklahoma points are proposed to be canceled and in 
other cases Texas has commodity rates not accorded 
Oklahoma. To increase the class rates as here proposed 
while maintaining lower commodity rates in Texas will 
create preferences in favor of Shreveport and Texas 
points and will increase other preferences. 

This is not denied, but respondents insist that they are 
not now called upon to make rates on any commodity 
taking class rates under the proposed tariffs merely be- 
cause the same commodities may be given a lower com- 
modity rate under the findings of the Shreveport case, 
supra. It is true that no commodity rates except the 
cancellation referred to above are here sought to be in- 
creased, but the name of the rate paid by a shipper is 
not material. What he is interested in is the amount 
he pays, and when that amount is increased above the 
amount his competitor similarly situated is called on to 
pay he is injured and the law is violated. 


Relative Transportation Conditions. 


The traffic density in the state of Kansas is greater 
and the operating expense per mile of road less than 
in the state of Texas. Points along the southern border 
of Oklahoma and the northern border of Texas are simi- 
larly situated. Oklahoma as a whole compared with 
Texas as a whole shows greater density of population 
and tonnage and greater carrier earnings than Texas. 

The territory affected by the proposed advance is simi- 
lar to the territory to which the Shreveport scale has 
been applied. The very light density of traffic in western 
Texas applies with comparative equality to the two sets 
of rates. North Texas and south Oklahoma adjoining 
are similar and there is no marked difference between 
eastern Texas and eastern Oklahoma. Considered as 
rate territories and, notwithstanding particular differ- 
ences, there are substantial reasons why, generally ap- 
plied, the rates between Shreveport and Texas points 
and between Texas points should be on a similar basis 
with rates between Oklahoma and Shreveport, between 
Oklahoma and Texas, and between the Kansas points in- 
volved and the panhandle of Texas. 

From St. Louis and from Kansas City rate territory to 
Texas, rates may reasonably be somewhat lower for equal 
distances than for the territory to which the suspended 
rates are sought to be applied. From points like Coffey- 
ville and Fort Smith there appears of record no reason 
why similar rates should not be accorded as are published 
from nearby points in Oklahoma to Texas destinations. 

Rates from Memphis, Tenn., to points in Arkansas and 
to Shreveport are not shown to be influenced by condi- 
tions here existing. 

There are comparisons of record of several rate 
scales. Among these are the Shreveport scale, Texas- 
Oklahoma _ scale, Memphis-Arkansas_ scale, and Mis- 
souri River-Nebraska scale. The last named of these 
is regarded by the parties as being more scientifically 
constructed than any one of the other scales. No 
other of these scales, as hereinbefore shown, is ap- 
plicable to territory so nearly like that we are now con- 
sidering as is the Shreveport scale. That scale is com- 
pounded of two elements—mileage and common-rate ter- 
ritory. To the extent that recognition was given to Texas 
common points and Texas differential territory in pre- 
seribing that scale, the scale is inapplicable here. 


Findings and Conclusions. 


From a consideration of all the facts and circumstances 
of record we find and conclude: 

1. That the tariffs under suspension are unduly preju- 
dicial to protestants and the localities represented by 
them in the following particulars: (a) In so far as the 
proposed method of determining distances which fix the 
rates differs from the method used in the Shreveport 
seale; (b) in so far as the application of the additions 
made for hauls in differential territory makes the pro- 
posed rates to that territory higher, mileage considered, 
than rates now in force under the Shreveport scale; and 
(c) where increases are proposed in class rates applica- 
ble on commodities that in the territory to which the 
Shreveport scale applies moves under lower commodity 
rates. 

2. That the suspended rates are unjust and unreason- 
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able to the extent they exceed rates herein found rea- 
sonable. 

3. That the tariffs under suspension should be can- 
celed. 

An order requiring the cancellation of the suspended 
tariffs will be entered. This order, however, is without 
prejudice of the right of respondents to publish a new 
schedule of rates free from discrimination and no higher 
than the rates herein found to be reasonable. 

In determining what rates should be applied in lieu of 
the suspended rates, we are of the opinion that the same 
percentage relation of the classes and the same differen. 
tial for joint line application should be used as were used 
in the Shreveport scale. These are: 

+2 ¢ A B Cc 
Percentages 70 60 52 40 35 
Differentials in cents 6 5 4 4 3 

We need only consider the rate on the first class ip 
discussing a proposed scale. The Missouri River-Ne 
braska scale is strictly a mileage scale and the rate 
progression there applied is regarded by the parties as 
giving proper and scientific consideration to distance. 
Protestant’s chief traffic witness proposes a scale based 
on the Missouri River-Nebraska scale, and offers to in- 
crease the rate progression thereof by 5 per cent. Pro- 
testant’s proposal and its relation to the Missouri River. 
Nebraska scale appears from the attached table: 
STATEMENT SHOWING MILEAGE SCALE OF CLASS RATES 

PROPOSED BY THE OKLAHOMA PROTESTANTS FOR 

APPLICATION BETWEEN POINTS IN OKLAHOMA AND 

POINTS IN TEXAS COMPARED WITH THE MISSOURI 

RIVER-NEBRASKA SCALE. 

. Oklahoma 
protestants’ 
proposed 
single- 
line scale. 


Per ct. that 
proposed 
scale 
exceeds 
Nebraska. 


Missouri 
River- 
Nebraska 
seale. 


23 
24 


“a 


25 


Miles. 


Dye ee 


miles, 





* Clem RWwtO- 


miies, 
miles, 


miles, 
miles, 


miles, 
miles, 


* Ole CODD « 


miles, 
miles, 


miles, 
miles, 


miles, 
miles, 
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301 to 


341 to 
361 to 
381 to 
401 to 
421 to 
441 to 
461 to 
481 to 
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id rea- 501 to 600 miles, inclusive above to the rates in column 3 for first class are just 

1 to 600 inclusive 138 and reasonable for application in lieu of the rates herein 
© can- 131 found unlawful. 

134 In establishing these rates the shortest workable route 
ended A 137 should be used, and the rate established by a single or 
rithout be eg oe joint line, whichever is the lower. “Single line” and 
a new 7 “joint line” shall be given the same meanings given them 
higher in the Shreveport case. Respondents having circuitous 
. i routes may meet the short-line rates at common points 
leu 0 while carryi i i i i - 
> Same This scale proposed by protestants is higher for some vided the a ae pape gpa ay ys 


mileages than is the one hereinafter suggested. In the 
one here suggested the rate progression adopted is 1.5 
cents for each 5 miles up to 150 miles; 2 cents for each 
10 miles up to 200 miles; 3 cents for each 20 miles up 
to 700 miles, and for each 25 miles above 700 miles. 
Below is given a table of rates for a single line ap- 


fferen- 
e€ used 


plying the percentages of first class to obtain the rates 
on the lower classes, fractions of less than 4 should be 
omitted, fractions of 4 and less than % will be stated 
as % and fractions of % and greater will be stated as 
a whole, 


plicable to the first class. This table shows the rates 


No rate should be higher than the rates from points 


ass in : , ; : north of the territory involved, and commodity rates 

er-Ne eget 261 ~  eanegealg P anigh * Aeisentrcry ge = I. should be published no higher than the commodity rates 

> rate C. Pape os: ae ooumA a my etal Scale, column = found reasonable in the Shreveport case. 

ies as 9: and a scale here suggested, column 3. 

stance For distances 201 to 260 and 321 to 360 miles there are ems 

based yariations as shown in column 2. TENTATIVE REPORT ON COKE 

a a... EZ a8 - iniaias Shiechk eat bin ages The Traffic World Washington Bureau. 

River. Attorney-Examiner Arthur R. Mackley has made a ten- 
tative report on No. 9489, Galion Iron Works & Manufac- 

,ATES turing Co. et al. vs. Baltimore & Ohio et al., recommending 

‘ i its dismissal on the ground that the rate of $1.95 on coke 

SOURI from the Connellsville and Fairmount regions to Galion, 

-t. that Marion, Crestline and Bucyrus, O., had not been shown to 

— be unreasonable or unduly preferential or prejudicial in 

xcesds comparison with a rate of $1.65 to Mansfield and Columbus 


4 from which they have competition in cast iron foundry 

= - P 1° . products. 

Ste a tener e eee e eect e eee terre reees ‘ The question was one of groups: of destination. The 

1.4 101 to 105 $1.95 group is a large one, extending, in its north and 

= ~ bead south dimensions, from a point in southern Ohio near the 

Jackson coal field to a point just south of Toledo, taking 

in Columbus by a sweeping curve westward, leaving Mar- 

ion, Crestline and Bucyrus, directly north of Columbus, in 

the higher rated district, and on its east and west dimen- 

sions extending from a point just west of Mansfield to just 

west of Lima and Dayton. Mansfield is in the northwest 

corner of the $1.65 district and just south of the $1.85 dis- 

trict that extends northwestward to Toledo and has its 

eastern boundary terminating in Lake Erie midway be- 
tween Cleveland and Sandusky. 

The complainants contended that the district is too 


126 to 130 
131 to 135 
136 to 140 
141 to 145 
146 to 150 
151 to 160 
161 to 170 
171 to 180 
181 to 190 
191 to 200 
201 to 220 
221 to 240 
241 to 260 
261 to 280 
281 to 300 
301 to 320 
321 to 340 


as 
oe 


es 
own 


bo 
“ane 


5 
5 
5 
5 
5 

341 to 360 ‘2 large. A look at the map conveys an impression of extra 

Pa -5 size in comparison with otther districts, especially one 

d ( -o 4 ow P 

a to 420 .5 around Canton, carrying a rate of $1.45. That looks like 
01 41 pe ‘2 a small piece of pie stuck in with a number of considerably 
2 = ~ = s larger ones. 

4 ro 520 15 Mackley came to the usual conclusion that, when the 

21 to 5 pie: " es ‘ , 

541 $4 3 Commission considers groups, it is not fair to the carriers 
ai — “ oo + to take the distances between the nearest points of origin 
35 [ ~ = '5 and the nearest points of destination in making up the 

641 ‘. 860 7 figures showing mileage and earnings per ton per car. He 

a 4 a4 > pointed out that the largest user that testified uses only 

sa 4 ‘5 about eight carloads a month; that the iron founders who 
a ‘ 0 iD . . . 

i 751 to 175 - use about one ton of coke for six of pig iron have an 
at 4° 800 item of cost to deal with of much less importance than the 
blast furnace men, who use about 1.17 tons of coke in 
8.6 producing one ton of pig iron. 

4.5 The attorney-examiner found an unprotected fourth sec- 
“3 tion situation in the fact that coke could be routed, from 
a to 350. P. -& L. E. points of origin to Fostoria, in the $1.85 terri- 

» ol to 260. : : 
eo Ris ovale Geen. net entind: bene 100 wihen: tory~through Youngstown and Marion, the latter in the 


$1.95 group, for delivery by the Hocking Valley to points 
south of Toledo in the lower rated districts. At present 
such traffic is routed through Youngstown, Creston and 


We further find and conclude from all the facts of 
record that a scale of rates such as will result by apply- 
ig the percentages and joint line differentials shown 
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Toledo, and hauled out of line from Toledo. The Youngs- 
town-Marion route, according to the report, is available 
under the tariffs. That route must be closed so as to keep 
coke from the points of origin mentioned passing through 
the higher-rated territory. 

The controlling conclusion in the tentative report is that 
“mere miles are comparisons of the nearer points in the 
complaining group with specific poimts in lower-rated 
groups, without reference to the group adjustment as a 
whole, held not to warrant the making of another group 
to include the complaining points.” 


TENTATIVE OIL REPORT 


The Traffic World Washington Bureau. 

In a tentative report on No. 9528, Illinois Brick Co. 
vs. Chicago & Eastern Illinois et al., Attorney-Examiner 
Mackley has recommended to the Interstate Commerce 
Commission that it hold the rate of 22.1 cents per 100 
pounds on fuel oil, in tanks, from group 3 points in Okla- 
homa to Bernice and Lansing, IIl., just outside of Chicago 
switching district limits, to be unreasonable to the extent 
that it exceeded 20 cents, which is the rate now appli- 
cable to such traffic to Chicago and points in Illinois and 
Indiana in the general vicinity of Chicago. 

A like recommendation is carried concerning an earlier 
rate of twenty-five cents and reparation recommended 
for the difference on all shipments. The reparation is 
to go to the complainant because it appeared at the hear- 
ing that the consignor was to absorb the Chicago rate. 
Under that arrangemnt, the shippers of oil from Oklahoma 
refineries paid twenty cents and the complaining brick 
company the rest of the rates of 25 cents and then 22.1 
cents. 

The higher rate was in effect from Feb. 28, 1916, to 
Nov. 4, 1916. At the last mentioned date the carriers, to 
remove a long-and-short-haul violation, reduced the 25- 
cent rate to 22.1 cents. 

Mackley, after stating the contentions of the carriers, 
came to the conclusion that there is no good reason why 
Bernice and Lansing should pay 22.1 cents while Gary, 
Aetna and other points in the general Chicago territory 
but outside the switching district as defined in the Lowery 
switching tariffs, should pay more than those points. He 
recommended the issuance of an order directing the estab- 
lishment, at Bernice and Lansing, of the 20-cent rate, and 
reparation. 


TAP LINE CASE REPORT 


The Trafic World Washington Bureau. 
The Commission’s tentative report on what it calls the 
wasteful service by the tap lines is expected to fan that 
matter into a blaze again because, in the eyes of many 
of those who have followed that subject, the law does not 
make the Commission the censor to prevent waste by 
tap lines or conservator of the revenues of trunk lines so 
situated in relation to other trunk lines that they must 
spend more money to obtain tonnage than their more 
favorably situated competitors. It is pointed out that the 
trunk line is so situated as to afford the shortest haul 
for a branch line, which is what a tap line was held to be 
_by the Supreme Court, cannot command the competitive 
tonnage originating on that branch line unless it offers 
it, or practically as much, money as the trunk line afford- 
ing the branch line the longest haul. 
The tentative report is based on that part of the opin- 
ion in the Supreme Court’s tap line decision which says 
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the Commission “has the authority and it is its duty ty 
reach all unlawful discriminatory practices resulting jn 
favoritism to particular shippers or carriers.” 

Obviously, it is pointed out by those who have discussed 
the tentative report, the Commission has reached the cop. 
clusion that it is an unlawful practice for a shipper to 
send his freight for what would be an out-of-line haul were 
the Oauchita & Northwestern and the Tremont & Gui 
owned by the Iron Mountain. It is believed such a cop. 
clusion will be sharply challenged by attorneys for the two 
short railroads with a suggestion that the burden rests 
on the Commission of pointing to the part of the law, i 
any, that forbids a shipper to ship his commodity in what. 
ever direction pleases him most, or that authorizes a com. 
mon carrier railroad, even a tap line, to refuse a shipment, 
tendered for what the Commission calls an out of line haul 
in this situation. 

The Ouachita & Northwestern, under the Supreme 
Court’s decision, is a common carrier in the suspected 
class because some of the dollars of the capitalists who 
control the Louisiana Central Lumber Company were used 
in building it. The Tremont & Gulf was also built with 
the money furnished by capitalists who established lun- 
ber mills and developed Louisiana in the way desired by 
the officials of that state. On account of the handicaps 
placed on that property by the ownership of the dollars 
that built it, that railroad was transferred to other hands 
and began reaching for business, without tap line handicaps 
attached. 

Among the business acquired was that of the Ouachita 
& Northwestern, it is suggested. It got it for a consider- 
able haul, thirty or forty miles, and then turned it over 
to the Iron Mountain twenty miles farther away from 
the markets to which most of the lumber was going than 
it was when it started. The Iron Mountain, being in 
competition with other trunk lines to which the Ouachita 
& Northwestern and the Tremont & Gulf could have given 
the business, did the only thing it could do under the com- 
petitive system to get the business. It paid the six cents 
division its competitors could have paid to the Tremont & 
Gulf. 

It is suspected that when the arguments are made, the 
Commission will be asked to point out the authority it has 
for saying that the Tremont & Gulf has participated ina 
device to pay a rebate to the owners of the Ouachita by 
joining in a through route movement to the rails of the 
Iron Mountain. 

Another point that has been made is as to where there 
is any law requiring a common carrier to short haul ‘itself 
by switching traffic originating on its rails to the rails of 
the trunk lines nearest its rails. The day before the tenta- 
tive report was given to the public the Commission pro 
tected the Frisco against a short railroad’s attempt to force 
it to short haul itself, by dismissing the complaint filed by 
that short railroad. It made the dismissal on the authority 
of its decision in I. & S. W. vs. C. B. & Q., holding that 
even if it had the power it would be unfair to require the 
Frisco to short haul itself by switching for the complain- 
ing short line. In this tap line matter, it is believed, it 
will be contended that it is unfair, as well as illegal, for 
the Commission to undertake to force a short line to short 
haul itself by switching its traffic to the Iron Mountain at 
the connection that will give the Iron Mountain the short: 
est haul and the greatest possible amount of revenue and, 
conversely, the short line the shortest haul and the small- 
est amount of revenue. 

For the period of the war the railroads, by agreement 
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among themselves, have eliminated the long haul as much 
as possible—that is, they have agreed to short haul them- 
selves in the interest of the successful prosecution of the 
war. That, however, is something that was done by the 
carriers that could not be forced under the law, by the 
Commission, and probably not by Congress. 


At this time, when there is less equipment than two 
years ago and a larger volume of freight to be trans- 
ported, such long hauling as the Ouachita & Northwestern 
and the Tremont & Gulf did in carrying lumber away from 
the rails of the Iron Mountain to a point requiring that 
trunk line to make a longer haul than if the traffic were 
turned over to it at the nearest junction, might, as a mat- 
ter of policy, be condemned as hurtful to the public. Inas- 
much, however, as the investment in the two short lines 
was made before the war and presumably in accordance 
with the laws of Louisiana and not in violation of the 
laws of the United States, the point may be made that if 
the public desires the two short lines to be used as if 
they were parts of the Iron Mountain, the public has a 
moral obligation to pay for the investment, either by pur- 
chase or by allowing the owners of it to use it in a way 
to earn six per cent or more on their investment. It is 
also suggested that unless the division paid by the Iron 
Mountain gives the owners of the short line more than a 
reasonable return on their money, there can be no thought 
of a rebate. In concluding the tentative report the un- 
named attorney-examiner said: 

“In the light of our present information the wasteful 
and unnecessary service in the two cases above described 
must be condemned as an unlawful device and as giving 
to the two lumber companies a preferential lumber rate 
adjustment which the competing lumber companies in the 
same territory, trying to reach the same markets, cannot 
enjoy.” 


ADVANCED RATE PROCEDURE 


(Continued from page 354) 


to how the supporters of the radical Smith amendment 
could be made to believe they had obtained a substantial 
victory. It is thought that he figured the radicals would 
be satisfied if they could have something in the new law 
assuring them that every tariff would be examined by men 
who could understand them before being placed on the 
files and the possibility being created of advances becom- 
ing effective through tariffs having been overlooked. 


The tentative plan for having proposals to increase rates 
handled by the Suspension Board, which, by reason of its 
enlarged duties really becomes an Investigation and Sus- 
Pension Board, it is believed, would cause a change in 
form, but not in substance, and the plan of handling, it is 
thought, is something devised not because suggested by 
the addition to the law, but out of the abundant experience 
of the older men in the tariff division, with whom Com- 
missioner Clark has been working ever since he has been 
a commissioner. 

Under the probable procedure (it has not been formally 
announced or anything like that, hence the use of qualified 
language) the general freight agent who wanted to change 
a single rate or the rates on a particular part of his road, 
would present the matter to the members of the Investiga- 
tion and Suspension Board informally. They are all former 
railroad men or men familiar with railroad tariffs and the 
Probable effect of changes. If they could see no obvious 
Teason for any one objecting to the increases, they would 
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“approve” the tariff framed in accordance with the repre- 
sentations made to them, “without formal hearing.” 

When a more important advance or advances were pro- 
posed, as, for instance, from a group of origin to a group 
of destination or groups of destination, the members of 
the Board would suggest to the general freight agent or 
agents that that was too important a matter.to be settled, 
even for tariff filing purposes, without consulting the ship- 
pers interested. Therefore, they would notify the well- 
known representatives of shippers in the affected territory 
or require the carriers to do so, sending copies of such 
notice to the Board, that there would be an informal hear- 
ing on the subject on such and such a day. 

Then, if that informal hearing developed nothing out of 
the ordinary, such tariffs would be approved for filing, 
“‘without formal hearing.” 

The third class of cases to be considered by the Board 
would be the big general advances. It is presumed the 
carriers, when they undertook anything of that kind, would 
set up a general ringing of the bells, as they did when they 
announced their need of more money as a reason for be- 
ginning the five and fifteen per cent cases. 

As now advised, the Commission intends that when ap- 
proval of tariffs “without formal hearing” has been ac- 
complished, all the sections of the sixth and fifteenth 
sections shall become operative. That is to say, the car- 
riers will be required to file tariffs, in accordance with tariff 
circular 18-A, with an effective date not less than thirty 
days beyond the day of filing; that such tariffs shall be 
subject to protest and suspension by means of I. and S. 
orders, as at present. 

But as to cases in which formal hearings are to be 
had, there is no thought that approval will not end the 
case. In other words, the Commisison, so far as the talk 
that is going on among the employes of the Commission 
can indicate what is in the minds of the men away on 
vacations, will not hold two or more formal hearings on 
the same subject. It will dispose of things on formal 
hearings just as it did the fifteen per cent case. In that 
case it advised the carriers to cancel their percentage 
tariffs and file, instead, tariffs advancing the class rates. 
They received special permission to make such advanced 
class rates effective on five days’ notice. 

As interpreted by the Commission, the new part of the 
law simply requires the Commission to examine every 
proposed advance before the actual filing of tariffs is done. 


Tariffs on File Thirty Days. 


It is believed to be fully within the bounds of the in- 
tention of the Commission to say that it expects to oper- 
ate the filing system hereafter as in the past—that is 
to say, tariffs will be on file for thirty days, during which 
time shippers will have the same opportunity of protest- 
ing as before. They, however, will have the knowledge 
that somebody in the Commission will know something 
about the tariffs. At present filing clerks know about 
tariffs, but generally they are not much interested in 
anything other than the form of the tariffs. The sub- 
stance is something the shippers are expected to con- 
sider. At present there is a good deal of the “let George 
do it” in the examination of tariffs. Each carrier or agent 
filing a tariff is supposed to indicate clearly reductions 
and advances. Yet it is well understood there are carriers 
and there are agents who occasionally “put over’ some- 
thing on Commission and shippers—make a change in 
rates that when effective causes an explosion in some - 
part of the country and requires the Commission to con- 
duct a formal case to undo what has been done. 
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The new system for handling tariffs, based on the am- 
biguous amendment, is supposed to prevent quick turns 
around the corner by carriers and agents willing to en- 
gage in practices of that kind. They are supposed to fig- 
ure that every dollar they can obtain in that way is just 
that much of a gain over what they would have received 
had nothing of the kind been done. 

Inasmuch as the Commission, generally speaking, has 
last guess as to what the act to regulate commerce Means, 
no serious opposition to the administrative provisions for 
applying the new proviso is expected. In fact, any opposi- 
tion would be surprising. The Commission now has power 
to allow tariffs to become effective, even without formal 
hearings, on whatever number of days it thinks proper. 
Under the new law it will at least have to go through 
the motion of holding a hearing before granting special 
permission. At least that would seem to be an inference, 
although, as before remarked, the language is so uncertain 
that the connection between it and the tentative form for 
administering it do not seem to have any close relation. 

There is a considerable dispute as to whether approval 
after formal hearing makes every rate, rule and regulation 
therein immune from attack. In other words, does the ap- 
proval immediately ossify or petrify the things approved? 
The general thought, however, appears to be that even 
after approval, there is nothing to prevent a shipper filing 
a complaint that he has been made the victim of unjust dis- 
crimination or undue prejudice, or even that the march of 
time has shown the rates to be unreasonable. The Com- 
mission, in its annual report, asked for a statute of re- 
pose. It asked to have Congress declare the rates in ef- 
fect at some time prior to the enactment to be just, rea- 
sonable and non-discriminatory. The Commission asked 
that with a view to shutting out claims for reparation. 
Congress, however, did not act on the recommendation, 
and it is suggested that no such condition results from the 
new proviso. 


Slows Up Traffic Work. 

There is one thing on which practically every one who 
has thought of the new law as to advanced rate procedure 
agrees. It is that it slows up the work of traffic managers 


and general freight agents. Before they can place their 
proposals formally before the public and the Commission, 
they must talk over the subject with members of the In- 
vestigation and Suspension Board, composed of John M. 
Jones, George Crosland and Hugo Oberg. When the traf- 
fic manager or general freight agent has convinced these 
men that there is some ground for proposing the increase 
in rates, the latter suggest to the Commission that the 
tariffs be approved “without formal hearing.” That has 
the effect, as the Commission has tentatively agreed, of 
allowing the railroad man to perform under the sixth sec- 
tion, by filing and posting his tariffs. 

As before stated, there are two forms of consultation: 
one in which the members of the Board and the traffic 
official proposing the advance are the only consultants 
and informal conferences in which shippers supposed to 
have an interest in the particular matter under discussion 
are given an opportunity to be heard. 

Under the old law the railroads could formally initate 
an advance in rates by merely filing their tariffs. They 
could file so many that the human mind could not remem- 
ber the number of propositions pending, much less the de- 
tails of one not above the ordinary for complexity. 

“It was the desire of the conferees to avoid a disagree- 
ment that caused them to agree upon this proviso,” said 
Representative John J. Esch of Wisconsin. “The senators 
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insisted upon the Smith amendment in some form. | 
know the language of the amendment agreed on is such as 
to raise questions as to what it really does tell the Com- 
mission to do, but the thought was that there should be 
something requiring an examination of tariffs before their 
filing, without going to the length of requiring every tariff 
to be suspended, pending an investigation in the formal 
way now followed in suspension cases.” 

What Mr. Esch said, it is believed, indicates that he 
underStands the technique and probably accepted the lfan- 
guage with the understanding, perhaps obtained from 
Commissioner Clark, that the proviso would be adminis- 
tered in the way before indicated. 


The view that the words of the amendment are of 
minor importance, it has been suggested, is strong ground, 
for the reason that no interest, other than the railroad, 
can get into court for an interpretation. The railroads, it 
is felt, will not go into court, and for this reason: Fora 
long time they have been trying to find some way for pro- 
posing general advances without going to the expense of 
having their tariffs printed in accordance with the letter 
of tariff circular 18-A. They persuaded the Commission 
to adopt a simplified method in the fifteen per cent case, 
and they saved a large part of the expense such as they 
incurred in the five per cent case. In that case they 
first printed their tariffs in the form in which they desired 
them to become effective. The Commission’s decision did 
not give them all they asked, therefore they were under 


, the necessity of republishing the whole set. In the fifteen 


per cent case and in the C. F. A. case, they put in skeleton 
tariffs, which are being and will be superseded with the 
detailed tariffs, made up in accordance with the decisions 
of the Commission. 

Under the procedure that is likely to be followed, pro- 
vision is made for formal hearings on big advanced rate 
cases, in advance of the filing of detailed tariffs. There- 
fore, while the traffic managers and the general freight 
agents have had their work slowed up, it may be that the 
saving to be accomplished in the general cases will more 
than overbalance the losses caused by the slowing up, due 
to the fact that Messrs. Jones, Crosland and Oberg must 
be consulted before the tariffs can be put into the files. 


Injustice to Shippers. 

Suggestions have been made that under that procedure 
great injustice can be done to shippers. There is no dis- 
puting that among those who know the law, but it is re- 
plied that even under the old law the Commission could 
allow a 100 or a 200 per cent advance in rates, on one 
day’s notice. That is to say, it could authorize the filing 
of such tariffs on August 31 to become effective September 
1. Inasmuch as a tariff is considered as filed on the day 
it is placed in the hands of any representative of the Com- 
mission even if such handing to the representative is at 
11:59 p. m., tariffs bearing the filing date of August 31 
could be handed to the Commission the last minute of 
August 31 and become effective the first second of Sep- 
tember 1, under a short time permission. 

All that would be necessary to perform such a “mid- 
night” increase of rates would be for an understanding to 
be reached between the tariff men of the railroads and 
the commissioners. 

Under the probable procedure, such hair-trigger action 
could not be had, it is believed, although there has been 
no definition by Congress or the Commission of what now 
would constitute a “formal hearing.” A formal hearing 
has been a well-known thing. If the question could reach 
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the courts undoubtedly they would hold that a formal 
hearing is such a hearing as has been known by that 
name. Rules for hearings and proceedings are authorized 
to be prescribed by the Commission, wherefore it might 
change what is now a formal hearing into something else. 

The procedure indicated can be taken as evidence that 
the commissioners, knowing that Congress desired that 
some change be made, have taken the amendment as war- 
rant for making one that will cause a closer check to be 
kept on the tariff work of the railroads, even if the lan- 
guage is such that it might be construed as equivalent to 
an order to bring the lawmakers a rare steak well done, 
or to proceed on parallel lines until they cross each other. 

No matter how great dissatisfaction the procedure that 
is likely to be observed might cause shippers, they could 
not take the matter into court, for the same reason that 
when the Commission dismisses a complaint the shipper is 
done. Whatever the Commission does is for the benefit of 
the shipper and a limitation upon whatever still more dis- 
agreeable the carriers might do to the shipper. 

This procedure is to be followed notwithstanding that 
the language of the amendment and the language of the 
Commission’s construction placed on it imports that when 
a tariff has been filed with the approval of the Commis- 
sion, with or without formal hearing, the increased rate, 
fare or charge is operative from that minute or thirty 
days thereafter. The Commission’s language is: “This 
means that the approval of a proposed increased rate, fare, 
charge or classification must be secured before the tariff 
containing it is forwarded to the Commission for filing.” 

The rate, fare, charge or classification is the substance, 
not the form. If the substance is approved before the tariff 
can be forwarded for filing, it may be asked, how can there 
be any subsequent proceedings within the thirty-day period? 
It has been suggested the first paragraph of the Commis- 
sion’s explanation as to the meaning of the proviso affords 
more ground for saying the new law is the gravest in- 
justice that has ever been done the shipper, than the lan- 
guage of the proviso itself. 

Yet it is a fact that the procedure under the proviso and 
the interpretation thereof is to be as before indicated—a 
holding up of the tariffs, before filing, by Jones, Crosland 
and Oberg, in consultation with the railroad men at all 
times and with the railroad men and shippers some of 
the time. The Commission’s guess as to the meaning of 
the language of Congress, or of its own language, is the 
controlling fact. It is interesting to speculate as to what 
acourt would say about the language of the proviso and the 
language of the first paragraph of the Commission’s inter- 
pretation of that language, but not, perhaps, profitable or 
the making of progress after there is an understanding as 
to how the Commission is going to make the new law walk. 


Cc. F. A. Class Rates. 


It is feared that the Commission will at least have to 
0 through the form of holding another formal heraing 
on the C. F. A. class rate scale case, and on tariffs that 
are being prepared under the special permission issued 
under date of August 4, whereby the Commission au- 
thorized the railroads to pull themselves out of the 
hole into which it threw them when it made its deci- 
sion that specific figure commodity rates based on class 
tates could not be put up. The whole trouble started 
When, in the Pollak case, the Commission decided that 
the carriers were favoring Pittsburgh as compared with 
Cincinnati and other points in Ohio because they gave 
Pittsburgh a commodity rate to New York on iron and 
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steel the same as the class rate from Erie to Philadel- 
phia and then made rates from points in Ohio arbitraries 
over Pittsburgh. Under the fifteen per cent decision the 
Erie-Philadelphia and Chicago-New York rates went up, 
but not so with the Pittsburgh and Buffalo rates, which 
were based on the Erie-Philadelphia class rate, being the 
same. The spread between the class rates and these 
commodity rates based on particular class rates, but stated 
in cents and not in percentages, was increased from thirty 
to fifty per cent. 


To cure that situation, the Commission issued special 
permits allowing the carriers to bring up the Pittsburgh 
and Ohio commodity rates. 

The men who started making the C. F. A. tariffs, as 
heretofore set forth in The Traffic World, decided to make 
only one bite of their case and the fifteen per cent case. 
First, they were going to bring the specific commodity 
rates up to the new basis so they would be equal to the 
classification exception or percentage rates. Then they 
were going to bring the whole mass up to the new scale 
improved by the additions allowed in the New York-Chi- 
cago class scale by the decision in the fifteen per cent 
case. They were stopped, however, in that design by the 
letter sent out in I. and S. No. 965, the C. F. A. case, in 
which the Commission said advances might not be made 
except on authority granted upon applications therefor, 
thereby, it is believed, leaving the door of hope slightly 
ajar. 

All these complications made it impossible for the tariff 
makers to get their productions in before August 15. 


NEW BOARD CONSIDERS RATES 


The Trafic World Washington Bureau. 

An exceptionally interesting situation was laid before 
the tariff triumvirate, composed of Messrs. Jones, Cros- 
land and Oberg, August 15. It arose at Houston through 
the construction of a cantonment and a wooden ship- 
building yard, two war projects. The three, part of the 
time, were sitting as the old Suspension Board and part 
of the time as the new Investigation and Suspension 
Board, called into existence by the new advanced rate 
law. 

L. M. Hogsett, traffic manager of the International & 
Great Northern, and representing apparently every Hous- 
ton line other than the Southern Pacific and the M., K 
& T.; J. A. Morgan, representing the Houston commercial 
interests; and F. C. Joubert, representing the United 
States Shipping Board, appeared before the Board to pro- 
test against advances in rates on lumber proposed by the 
Southern Pacific and the “Katy” to Camp Logan, the army 
cantonment, and to the wooden shipyard, both of which, 
the protestants claim, being within the switching limits 
of Houston, are entitled to Houston rates. The protesting 
railroad lines objected to proposed changes in tariffs on 
the ground that the carriers proposing the changes are 
trying to compel their connections at Houston to pay them 
for switching lumber to the army camp and the shipyard 
at rates higher than the reciprocal switching charges in 
effect. at Houston. 

The Southern Pacific and the “Katy” were represented 
by Gentry Waldo and Charles H. Bates. They defended 
two sets of tariffs, one filed by Leland, showing Camp 
Logan as a station on a new line of railroad. The Sus- 
pension Board rejected that tariff as not subject to rule 
57, allowing rates to be established to and from stations 
on new lines on less than thirty days’ notice, on the 
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ground that the new rails to the camp do not constitute 
a new line. 

The other set of tariffs proposed raising rates on lum- 
ber from Louisiana points to Houston’s shipyard from ten 
to thirteen cents. Those tariffs have not been actually 
filed. Messrs. Jones, Crosland and Oberg, therefore, had 
to consider them as a matter coming under the new law. 

The Shipping Board is opposed to the advance in rates. 
The proposing railroads defend the thirteen-cent rate pro- 
posed as being a reasonable one and the ten-cent rate as 
abnormally low. Houston generally also objects to having 
the rates increased, now that the government has added 
to her material prosperity by its establishments to carry 
out the army and shipbuilding programs. 


CAR DISTRIBUTION ORDER 


The Trafic World Washington Bureau. 

It is announced by Fairfax Harrison, chairman of the 
railroads’ war board, that to facilitate the prompt move- 
ment of grain and food products, as well as lumber and 
munitions, the car service commission of the war board 
has ordered the immediate distribution of 20,790 addi- 
tional empty cars among the lines operating in the South, 
the middle West and the Southwest. 

This will make a total of 106,033 empty cars that have 
been ordered moved from one railroad to another, regard- 
less of ownership, during the past two months, in order to 
mobilize in different sections of the country a sufficient 
number of cars to handle the abnormal government and 
commercial traffic that war conditions have produced. 

Of the latest cars ordered by the war board to be dis- 
tributed where they will be most needed, 7,800 are to be 
placed in the grain producing country. One thousand of 
these go to the Southern Pacific, and 500 to the Western 
Pacific, to insure the speedy movement of a huge ship- 
ment of barley. Other roads receiving cars to accelerate 
the movement of grain and farm products are the Mis- 
souri, Kansas & Texas, the Missouri & North Arkansas, 
the Kansas City, Mexico & Orient, the Atchison, Topeka 
& Santa Fe, the Missouri Pacific, the Wabash, the Nash- 
ville, Chattanooga & St. Louis, the Chicago, Rock Island 
& Pacific, the Illinois Central, and the St. Louis & San 
Francisco. 

To protect the vegetable and southern watermelon crops, 
more than 5,000 cars have been sent to the Atlanta, Bir- 
mingham & Atlantic, the Central of Georgia, the Seaboard 
Air Line, the Atlantic Coast Line and other roads oper- 
ating in the Southeast. 

Meanwhile, hundreds of cars are being rushed daily 
to the lumber states of the South to take care of the 
tremendous movement of lumber to the army canton- 
ments and shipbuilding yards. 

In addition to the demand for lumber, the war has 
practically doubled the orders for phosphate rock during 
the past three months. This product, which is essential 
to the operation of sulphuric acid plants and the manu- 
facture of munitions, is also used as a foundation for 
fertilizer. In the past the coastwise vessels carried a 
large volume of it, but with the reduction in the number 
of vessels used for freight purposes along the coast, prac- 
tically all of this traffic has been diverted to the Atlantic 
coast railroads. As a result it has been necessary to send 
thousands of cars into that district. 

To protect the movement of sulphur for the munitions 
factories, hundreds of cars have been ordered to the Kan- 
sas City Southern, the Southern Pacific and the Gulf Coast 
Line. 

More than a thousand stock cars have also been sent 


into Texas to enable the cattle raisers there to get their 


herds into the western pasture country. 


The roads to which the latest order of 20,790 cars has 
been consigned, together with the number of cars con- 


signed to each, are as follows: Central of Georgia, 1,300: 
Chicago, Peoria & St. Louis, 200; Mississippi Central, 135; 


Southern, 3,025; Atlantic Coast Line, 1,700; Illinois Cen- 
tral, 600; Georgia, Florida & Alabama, 30; Missouri Pa- 


cific, 600; Richmond, Fredericksburg & Potomac, 100; 
Georgia & Florida, 300; Tennessee Central, 100; Georgia, 
200; Seaboard Air Line, 1,000; Louisville & Nashville, 1,700); 
Mobile & Ohio, 1,000; Louisiana Railway & Navigation 
Companp, 500; Wabash, 1,000; Missouri, Kansas & Texas, 
1,000; St. Louis Southwestern, 500; Carolina, Clinchfield & 
Ohio, 300; Chicago & Alton, 500; Louisiana & Arkansas, 
200; Missouri & North Arkansas, 300; Kansas City, Mex- 
ico & Orient, 500; Chicago & Northwestern, 500; Atchison, 
Topeka & Santa Fe, 500; Nashville, Chattanooga & St. 
Louis, 500; Chicago, Rock Island & Pacific, 500; Southern 
Pacific, 1,000; Western Pacific, 500; St. Louis & San Fran- 
cisco, 500. 

Fourteen thousand seven hundred of these cars, or a lit- 
tle more than two-thirds of the entire order, are to be sup- 
plied by the Pennsylvania system. The other roads that 
have been ordered to supply “empties” include the Western 
Maryland, Philadelphia & Reading, Cleveland, Cincinnati, 
Chicago & St. Louis, Boston & Albany, Boston & Maine, 
Central Railroad of New Jersey, New York, Chicago & 
St. Louis, Chesapeake & Ohio and the Norfolk & Western. 


CAR SURPLUSES AND SHORTAGES 


The American Railway Association announces that the 
“unfilled car requisitions” on American railroads, on May 
1, 1917, amounted to 167,653 cars, while on June 30 this 
number had been reduced to 105,782 cars. 

On May 1 the surplus cars, or cars idle at points where 
shippers had made no requisitions for their use, numbered 
19,026. On June 30, the number was 28,646. 

What is ordinarily termed “the car shortage,” that is, 
the excess of unfilled car requisitions over idle cars, was 
on May 1, 1917, 148,627, and on June 30 had been reduced 
to 77,144. 

The American Railway Association has issued since 










































January 2, 1907, monthly statements of “car shortages” 
and “car surpluses.” 
shortage,” while it has come into common use, is not 
strictly descriptive. 
certain date enough cars do not exist to fill the requisitions 
which have been made. Yet it often happens that there 
are plenty of cars idle at points in the cuntry where there 
are no orders for them. Also, there may be cars avail- 
able to fill the orders, if the shippers unload other cars 
consigned to them and standing on the tracks. 


It explains that the phrase “car 


“It conveys the thought that on a 


“The phrase ‘car shortage’ includes all requisitions made 


for cars, even if those requisitions involve considerable 
duplication. 
shipper on the line of several railroads to ask all of them 
for the full supply of cars he needs. He may need only 
25 cars, but if he asks four different railroads for 25 cars 
each, they become 100 cars in the total of car requisitions 
or ‘car shortage’ if the orders are not filled. It is, there 
fore, more descriptive to use the less concise but much 
more exact phrase ‘unfilled car requisitions,’ and that term 
will henceforth be employed in these bulletins. 


For instance, it is common practice for a 


“On the other hand, the figures for ‘car surpluses’ or idle 


cars do represent the actual number of cars idle on sid- 
ings or in storage awaiting freight from the shippers.” 
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THE TRAFFIC WORLD 


Traffic Lesson No. XVII 


Freight Shipping Papers—Seventeenth in the Course of Fifty-two Lessons Written for the. 
Traffic World by Grover G. Huebner, Ph.D., Assistant Professor of Trans: 
portation and Commerce, University of Pennsylvania, and 
Published Bi-weekly—(Copyrighted) 


The classification books and rate tariffs mentioned in 
the preceding lessons are important documents because 
they are essential in the quoting of rates and contain 
many of the shipping rules that govern. Equally impor- 
tant are the several freight shipping papers that are used 
in connection with the handling of railroad freight traffic. 
They may be divided into two general groups: (1) Those 
employed in the dealings between shippers and railroads, 
or between shippers and consignees, insurance concerns 
and government authorities; and (2) those needed by the 
railroads in the conduct of their freight services. The 
former are of special concern to the shippers, although 
some of the papers included are equally essential to the 
railroads. The latter group does not concern the ship- 
pers directly and does not come into their possession, the 
waybills and other papers included in this group being 
employed by the railroads to keep account of their freight 
shipments. P 

Receipt for Freight. Pee 

The first paper to be issued by the railroads when they 
receive freight from shippers is the receipt for freight. 
Large shippers often. present their own reczipts, or bills 
of lading for the signature of the freight azent. Many 
railroads, however, have dispensed with the freight re- 
ceipt and instead issue a bill of lading which serves as 
a receipt. The freight receipt and bill of lading usually 
differ only in that the receigt is not negotiable and fre 
quently does not contain, the freight rate. If a receipt 
is issued, the shipper Taay, on his request, exchange it for 
a bill of lading. 

Railroad Bill of Lading. 

The principal paper issued in the dealings between the 
shipper aud railroad is the bill of lading. This paper, 
which is signed by the freight agent and the shipper or 
his representative, is at once a receipt for the goods de- 
iivered to the railroad and a contract between the carrier 
and shipper. In case it is a so-called “order” bill, the 
original copy is also a negotiable document that may be 
attached to a draft and negotiated by the shipper, so that 
he may receive payment for his wares before they are 
delivered to the consignee. 

A railroad bill of lading may be either “straight” or 
“order.” Both contain a statement of the number of 
packages shipped, a description of the articles, their 
weight, rate, and rate authority, charges due, advances 
made, amount prepaid, name of shipepr and consignee, 
shipping point and destination, route, car, initial and num- 
ber, shipping contract, and the signatures of the freight 
agent and shipper or his representative. They are issued 
in triplicate, the “original” and a “memorandum” copy 
being given to the shipper and a third copy known as a 
‘shipping order* being retained by the freight agent. 

The straight and order bills of lading differ in that 
the former is made out directly in the name of the con- 
ignee, while the latter is drawn to the shipper’s order 
and prevents the railroad from delivering the freight to the 
consignee until he presents the original order bill properly 
indorsed by the shipper. The original order bill is a ne- 


gotiable document and feaches the consignee through 
regular banking channels after he has paid for the goods 
or made proper arrangements for payment; the straight 
bill is not negotiable and the original copy may be sent 
directly to the consignee by the shipper. In order to 
avoid errors all the copies of the straight bill of lading 
are issued on ‘white paper, while the original or negotiable 
copy of the order bill is issued on yellow paper, and the 
memorandt,m and shipping order copies of the order bill 
on blue paper. Copies of the front page of the so-called 


uniform straight and order bills issued by eastern and 
western lines are reproduced in Forms 1 and 2, 


A 


, Conditions, 


‘fhe printiag on the back of the straight and order bills 
‘sf lading is the same. It contains the provisions of the 
shipping contract between the shipper and the railroad 
aS follows: 


Sec. 1. The carrier or party in possession of any of the prop- 
erty herein described shall be liable for any loss thereof or 
damage thereto, except as hereinafter provided. 

No carrier or party in possession of any of the property 
herein described shall be liable for any loss thereof or 
damage thereto or delay caused by the act of God, the public 
enemy, quarantine, the authority of law, or the act or default 
of the shipper or owner, or for differences in the weights of 
grain, seed, or other commodities caused by natural shrinkage 
or discrepancies in elevator weights. For loss, damage or delay 
caused by fire occurring after forty-eight hours (exclusive of 
legal holidays) after notice of the arrival of the property at 
destination or at port of export (if intended for export) has 
been duly sent or given, the carrier’s liability shall be that of 
warehouseman only. Except in case of negligence of the car- 
rier or party in possession (and the burden to prove 
freedom from such negligence shall be on the  car- 
rier or party in possession), the carrier or party in 
possession shall not be liable for loss, damage or 
delay occurring while the property is stopped and held in 
transit upon request of the shipper, owner or party entitled to 
make such request; or resulting from a defect or vice in the 
property or from riots or strikes. en in accordance with 
general custom, on account of the nature of the property or 
when at the request of the shipper the property is transported 
in open cars, the carrier or party in possession (except in case 
of loss or damage by fire, in which case the liability shall be 
the same as though the property had been carried in closed 
cars) shall be liable only for negligence, and the burden to 
prove freedom from such negligence shall be on the carrier or 
party in possession. 

Sec. 2. In issuing this bill of lading this company agrees to 
transport only over its own line, and except as otherwise pro- 
vided by law acts only as agent with respect to the portion c- 
the route beyond its own line. 

No carrier shall be liable for loss, damage or injury not oc- 
curring on its own road or its portion of the through route, nor 
after said prdperty has been delivered to the next carrier, 
except as such liability is or may be imposed by law, but 
nothing contained in this bill of lading shall be deemed to 
exempt the initial carrier from any such liability so imposed. 

Sec. 3. No carrier is bound to transport said property by any 
particular train or vessel, or in time for any particular market 
or otherwise than with. reasonable dispatch, unless by specific 
agreement indorsed hereon. Every carrier shall have the 
right in case of physical necessity to forward said property by 
any railroad or route between the point of shipment and the 
point of destination; but if such diversion shall be from a rail 
to a water route the liability of the carrier shall be the same 
as though the entire carriage were by rail. 

The amount of any loss or damage for which any carrier is 
liable shall be computed on the basis of the value of the prop- 
erty at the place and time of shipment under this bill of lading, 
including the freight charges, if paid. 

Except where the loss, damage, or injury complained of is 
due to delay or damage while being loaded or unloaded, or 
damaged in transit by carelessness or negligence, as conditions 
precedent to recovery, claims must made in writing to the 
originating or delivering carrier within six months after de- 
livery of the property (or in case of export traffic, within nine 
months after delivery at port of export), or, in case of failure 
to make delivery, then within six months (or nine months in 
case of export traffic), after a reasonable time for delivery has 
elapsed; and suits for loss, damage or delay shall be insti- 
tuted only within two years and one day after delivery of the 
property, or, in case of failure to make delivery, then within 
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Pennsylvania Railroad Company 


Shippers No...... 


8igxll 43 1918 


ORDER BILL OF LADING—ORIGINAL. Radale Me. 


RECEIVED, subject to the classifications and tariffs in effect on the date of issue of this Original Bill of Lading the property deseribed 
below, in apparent good order, except as noted (contents and condition of contents of packages unknown), marked, consigned and destined as 
indicated below, which said Company agrees to carry to its usual place of delivery at said destination, if on its road, otherwise to deliver to 
another carrier on the route to said destination. It is mutually agreed, as to euch carrier of all or any of said property over all or any portion of 
suid route to destination, and as to each party at any time iuterested in all or any of said property, that every service to be performed hereunder 
shall be subject to all the conditions, whether printed or written, herein contained (including conditions on back hereof) and which are agreed tu 





by the shipper and accepted for himself and his assigns. 


The surrender of this Original ORDER Bill of Lading properiy indorsed shall be required before the delivery of the 


property. 


inspection of property covered by this bill of lading will not be permitted unless provided by law or unless permission 


is indorsed on this original bill of lading or given in writing by the shipper. 


The late of Freight from................. 


IF 2d Class 


IF Rule 25 


sderaleneseetpeushigeitdidiniintnunncne ee tm Conte per 200 Lie. 
IF 3d Class | IF Rule26 | IF Rule28 | IF 4th Class | IF 6th Class | IF Gth Class ceeesanees per... 





IF Special 





iF Special 





Consigned to ORDER i crac a Be a Ee EE A ONE A fa 


Destination, 


oe 


a EE ee eee 


ere a ae wate he re or eh 


DESCRIPTION OF ARTICLES AND SPECIAL MARKS 


NO. 
PACKAGES 


WEIGHT 
i's ubject tu Correction) 


Mete of. ....................... Coanty of 


I I i ee aed ees 


Rate and 
Authority 


FREIGHT 


CHARGES PREPAID 


ADVANCES | 








Per 


(This Bill of Lading is to be sigued by the shipper aud agent of the carrier issuing same.) 


FORM 1.—ORDER BILL OF LADING 


two years and one day after a reasonable time for delivery 
has elapsed. 

Any carrier or party liable on account of loss of or damage to 
any of said property shall have the full benefit of any insurance 
that may have been effected upon or on account of said prop- 
erty, so far as this shall not avoid the policies or contracts of 
insurance. 

Sec. 4. All property shall be subject to necessary cooperage 
and bailing at owner's cost. Each carrier over whose route 


cotton is to be transported hereunder shall have the privilege, 
at its own cost and risk, of compressing the same for age 
convenience in handling or forwarding, and shall not be hel 
responsible for deviation or unavoidable delays in precuring 
such compression. Grain in bulk consigned to a point where 
there is a railroad, public, or licensed elevator, may (unless 
otherwise expressly noted herein, and then if it is not promptly 
unloaded) be there delivered and placed with other grain “ 
the same kind and grade without respect to ownership, and i 
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F. D, 2626 


Pennsylvania Railroad Company 


Shripper’s NO. eeeee enceeen 


§250 5 41916 


STRAIGHT BILL OF LADING—ORIGINAL—NOT NEGOTIABLE. 


lie Agent!s No. enone. 








3 ’ 





RECEIVED, subject to the classifications and tariffs in effect on the date of issue of this Original Bilkof Lading the property described 
below, in apparent good order, except as noted (contents and condition of contents of packages unknown), marked, consigned and destined as 
indicated below, which said Company agrees to carry to its usual place-of delivery at said destination, if on its road, otherwise to deliver to 
another carrier on the route to said destination. It.is mutually agreed, ‘as to each cafrier of all or any of said property over all or any portion of 
said route to destination, and asto each party 9t any time interested ‘in all or any. of sajd property, that every service to be performed hereunder 
4 shall be subject to ‘all the conditions, whether printed or written, perein cofitained (including conditions on back hereof) and which are agreed to 
’ by the shipper and accepted for himself and his agsigns. 





ne aN NET RN Te ET NT Te eT 


is in Cents per 100 Lbs. [ iF Special | « Special 





IF. .Timesist| IF ist Class | IF 2d Class | IF Rule 26 | IF 3d Class | IF Rule 26 | IF Rule 28 | IF 4th Class | IF 5th Class 


See ese eee [oe [eee [aoe 


s | iF Gth Class || °F ” 











RECEIVED, 
subject as above stated, at 


(Mail Address~ Not for purposes of Delivorg.) 


Cousigned to 
RT RE Ne eT en en ee eR SS ee County of 


Route... RR Eee 





No. WEIGHT Rate and| FREIGHT adh 
PACKAGES (Subject to Correction) | Authority CHARGES ADVANCES 


————- ~~ ee ——— 


PREPAID 











Lp, 5 ae oe Re 
(This Bill of Lading is to be signed by the shipper and agent of the carrier issuing same.) 
FORM 2.—STRAIGHT BILL OF LADING 
ilege, 


os warehouse at the cost of the owner, and there held at the 


held 
iring 
yhere 
nless 
nptly 
in of 
nd if 


8o delivered shall be subject to a lien for elevator charges in 
addition to all other charges hereunder. 

_, Sec 5. Property not removed by the party entitled to receive 
it within forty-eight hours (exclusive of legal holidays) after 
notice of its arrival has been duly sent or given may be kept in 
car, depot or place of delivery of the carrier, or warehouse, 
subjex t to a reasonable charge for storage and to _ carrier’s 
responsibility as warehouseman only, 6r’may be at the option 
of the carrier, removed to and stored in a public or licensed 


owner’s risk and without liability on the part of the carrier, 
and subject to a lien for all freight and other lawful charges, 
including a reasonable charge for storage. 

The carrier may make a reasonable charge for the detention 
of any vessel or car, or for the use of tracks after the car has 
been held forty-eight hours (exclusive of legal holidays), for 
loading or unlading, and may add such charge to all other 
charges hereunder and hold such property subject to a lien 
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therefor. Nothing in this section shall be construed as lessen- 
= the time allowed by law or as setting aside any local rule 
affe 


cting car service or storage. 

Properly destined to or taken from a station, wharf or land- 
ing at which there is no regularly appointed agent shall be 
entirely at risk of owner after unloaded from cars or vessels 
or until loaded into cars or vessels, and when received from 
or delivered on private or other sidings, wharves or landings 
shall be at owner’s risk until the cars are attached to and 
after they are detached from trains. _ ; 

Sec. 6. No carrier will carry or be liable in any way for any 
documents, specie, or for any articles of extraordinary value 
not specifically rated in the published classification or tariffs, 
unless a special agreement to do so and a stipulated value of 
the articles are indorsed hereon. os 

Sec. 7. Every party, whether principal or agent, shipping ex- 
plosive or dangerous goods, without previous full written dis- 
closure to the carrier of their nature, shall be liable for all 
loss or damage caused thereby, and such goods may be ware- 
housed at owner’s risk and expense or destroyed without 
compensation. 

Sec. 8. The owner or consignee shall pay the freight and all 
other lawful charges accruing on said property, and if required, 
shall pay the same before delivery. If upon inspection it is 
ascertained that the articles shipped are not those described in 
this bill of lading, the freight charges must be paid upon the 
articles actually shipped. 

Sec. 9. Except in case of diversion from rail to water route, 
which is provided for in section 3 hereof, if all or any part 
of said property is carried .by water over any part 
of said route, such water carriage shall be performed subject to 
the liabilities, limitations and exemptions provided by statute 
and to the conditions contained in this bill of lading not incon- 
sistent with such statutes or this section, and subject also to 
the condition that no carrier or party in possiession shall be 
liable for any loss or damage resulting from the perils of the 
lakes, sea, or other waters; or from explosion, bursting of 
boilers, breakage of shafts, or any latent defect in hull, 
machinery or appurtenances; or from collision, stranding, or 
other accidents of navigation, or from prolongation of the voy- 
age. And any vessel carrying any or all of the property herein 
described shall have the liberty to call at intermediate ports, to 
tow and be towed, and assist vessels in distress, and to deviate 
for the purpose of saving life or property. 

The term ‘‘water carriage’ in this section shall not be con- 
strued as including lighterage across rivers or in lake or other 
harbors, and the liability for such lighterage shall be gov- 
erned by the other sections of this instrument. 

If the property is being carried under a tariff which provides 
that any carrier or carriers party thereto shall be liable for loss 
from perils of the sea, then as to such carrier or carriers, the 
provisions of this section shall be modified in accordance with 
the provisions of the tariff which shall be treated as incorpo- 
rated into the conditions of this bill of lading. 

Sec. 10. Any alteration, addition or erasure in this bill of 
lading which shall be made without an indorsement thereof 
hereon, signed by the agent of the carrier issuing this bill of 
lading, shall be without effect, and this bill of lading shall be 
enforceable according to its original tenor. 


This is especially important because it states the con- 
ditions under which the railroads are not liable for loss, 
damage or delay. Since railroad liability underlies the 
settlement of freight claims, it will be discussed in the 
lessons dealing with freight claims (numbers 38 and 39). 

Bills of lading issued on interstate and foreign ship- 
ments are, since Jan. 1, 1917, subject to the provisions 
of the bill of lading act of Aug. 29, 1916. 


Export Bill of Lading. 


When freight is exported from interior points to over- 
seas destinations a so-called through or export bill of 
lading is sometimes issued by the railroads. Such a bill 
of lading carries the freight through to a foreign port 
or even to a foreign inland destination, and relieves the 
shipper of the need of transferring it between the railroad 
station and the waterfront and clearing it through the 
ports. Its contract is threefold: One part covers the 
rail shipment to the port of export and contains the 
essential clauses of a railroad bill of lading; a second part 
covers the ocean voyages and is the same as the usual 
contract contained in an ocean steamship bill of lading; 
and the third part covers the shipment from the foreign 
port of entry to final destination by stating that “the 
property shall be subject exclusively te all the conditions 
of the carrier or carriers completing the transit.” 


Ocean Bill of Lading. 


Many exporters do not request through bills of lading 
but prefer to ship to the port of export on the regular 
railroad bill, make their own arrangements for the trans- 
fer of their freight, and then rebill it via the ocean car- 


rier. In that case they receive an ocean bill of lading 
from the ocean carrier, the provisions of which differ 
widely from those contained in a railroad bill of lading 
because rail and ocean carriers are not liable to the same 
extent. While railroads are liable for loss or damage, 
except in the instances provided for in the railroad bij 
of lading and by law, ocean carriers are exempted from 
liability by the Harter act of 1893, except in the case of 
loss or damage arising from (1) “negligence, fault or 
failure in proper loading, stowage, custody, care, or prop- 
erty delivery,” (2) from failure “to exercise due diligence, 
properly equip, man, provision and outfit” their vessels, 
and (3) from failure to exercise due care in making their 
vessels “seaworthy and capable of performing her jp. 
tended voyage.” Both the through and the ocean bill of 
lading may be drawn either to the order of the consignee 
or of the shipper himself; most of them are order bills, 
however, because the most common method of foreign 
settlement is by negotiating an international bill of ex- 
change or draft to which a negotiable order bill of lading 
and a marine insurance policy or certificate are attached. 


Uniform Live Stock Contract. 


In shipping live stock a special uniform live stock con- 
tract is issued instead of the usual railroad bill of lading. 
Spaces for the insertion of the value of the animals 
shipped are provided, because live stock rates are graded 
in accordance with a sliding scale based on the actual 
declared values of the animals shipped. It also contains 
a special “contract with man or men in charge of live 
stock,” in which caretakers traveling in the stock trains 
relieve the carriers from all claims for personal injury. 
The provisions printed on the back of the contract specify 
the conditions that govern the live stock shipment and 
the liability of the railroads in case of loss, damage or 
delay. The conditions read as follows: 


Sec. 1. No carrier or any of the live stock herein described 
shall be liable for any loss thereof or damage thereto or delay 
caused by the act of God, the public enemy, quarantine, the 
authority to law, or the act or default of the shipper or owner, 
nor except in case of its negligence by riots, strikes or stoppage 
of labor, or resulting from causes beyond its control. 

Unless caused by the negligence of the carrier or its em- 
ployes, no carrier shall be liable for or on account of any 
injury or death sustained by said live stock occasioned by any 
or either of the following causes: overloading, crowding one 
upon another, kicking or goring, suffocation, fright, burning of 
hay or straw or other material used for feeding or bedding, fire 
from any cause whatever, heat, cold, changes in weather, delay 
caused by stress of weather or obstruction of track. 

Sec. 2. In issuing this contract this company agrees to 
transport only over its own line, and except as otherwise pro- 
vided by law, acts only as agent with respect to the portion of 
the route beyond its own line. No carrier shall be liable for 
loss, damage, delay or injury not occurring on its own road, or 
its portion of the through route, nor after said live stock has 
been delivered to the next carrier, except as such liability is 
or may be imposed by law, but nothing contained in this con- 
tract shall be deemed to exempt the initial carrier from any 
such liability so imposed. 

Sec. 3. No carrier is bound to transport said live stock by 
any particular train or vessel, or in time for any particular 
market, or otherwise than with reasonable dispatch. Every 
carrier shall have the right in case of physical necessity to 
forward said live stock by any railroad or route between the 
point of shipment and the point of destination; but if such 
diversion shall be from a rail to a water route the liability of 
the carrier shall be the same as though the entire carriage 
were by rail. 

The amount of any loss or damage for which any carrier is 
liable shall be computed on the basis of the value: of the live 
stock at the place and time of shipment under this contract, 
including the freight charges, if paid, but shall in no case 
exceed the amounts stated herein by the shipper. 

Except in cases where the loss, damage or injury complained 
of is due to delay or damage while being loaded or unloaded, 
or damaged in transit by carelessness or negligence, claims 
must be made in writing to the carrier at the point of delivery 
or at the point cf origin within four months after delivery of 
the live stock, or in case of failure to make delivery, then 
within four months after a reasonable time for delivery has 
elapsed. Suits for yooguety of claims for loss, damage Oo 
delay shall be instituted only within two years after delivery 
of the live stock, or, in case of failure to make delivery, then 
within two years after a reasonable time for delivery has 
elapsed. 

Any carrier or party liable on account of loss of or damage 
to any of said live stock shall have the full benefit of any 
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insurance that may have been effected upon or on account of 
said live stock, so far as this shall not avoid the policies or 
contracts of insurance. f 

Sec. 4. The owner or consignee shall pay the freight and all 
other lawful charges accruing on said shipment, and, if re- 
quired, shall pay the same before delivery. 

Sec. 5. The shipper at his own risk and expense shall load 
and unload said live stock, and, in case any person shall 
accompany said live stock in charge of the same, take care of, 
feed and water said live stock while being transported, whether 
delayed in transit or otherwise, and see that all doors and 
openings in said car or cars are at all times so closed and 
fastened as to prevent the escape therefrom of any of said 
live stock. 

Sec. 6. The shipper shall inspect the body of the car or 
cars in which said live stock is to be transported, and satisfy 
himself that they are sufficient and safe, and in proper order 
and condition, and no carrier shall be liable on account of any 
loss of or injury to said live stock occurring by reason of any 
insufficiency in or defective condition of the body of said car 
or cars, which reasonably could have been discovered by the 
shipper. 

Sec. 7. Any person accompanying said live stock in charge 
of the same, leaving the caboose and passing over or along 
the cars or track, shall do so at his own risk of personal 
injury from any cause whatever, and no carrier shall be re- 
quired to stop or start its trains or caboose cars at or from 
the depots or platforms, or to furnish lights for the accom- 
modation or safety of any person accompanying said live stock. 

Sec. 8 Any alteration, addition or erasure in this contract 
which shall be made without an indorsement thereof hereon, 
signed by the agent of the carrier issuing this agreement, shall 
be without effect, and this agreement shall be enforceable ac- 
cording to its original tenor. 


Sometimes a special kind of a bill of lading is also 
issued for the shipment of grain. 

In case live stock is quarantined by the United States 
Bureau of Animal Industry, it is necessary to have the 
animals inspected locally and to obtain an inspection 
certificate from a United States veterinary inspector be- 
fore shipping out of the quarantined zone. The original 
of this certificate is mailed to the Bureau of Animal In- 
dustry, a copy is attached to the railroad waybill accom- 
panying the shipment, and another is sent to the inspec- 
tion authorities of the state in which the shipment origi- 
nates. 

Release Agreements. 


The validity and uses of release agreements have 
changed several times in recent years. Before the en- 
forcement of the Cummins amendment to the interstate 


commerce act on June 30, 1915, it was a common practice 
for the railroads to require shippers to sign releases in 
connection with the bills of lading issued for perishable 
goods, household goods and various other articles of doubt- 


ful value or unusual risk. If a shipper refused to sign 
such a release he was obliged to pay higher rates. The 
releases took different forms, but the purpose of all was 
to limit the amount that could be recovered in case of 
loss or damage or to release the carrier from all liability 
for loss or damage resulting from certain causes not in- 
cluded in the regular bill of lading contract. The Cummins 
amendment, however, made the railroads liable for the 
full amount of loss or damage caused by them regardless 
of any release agreement that may be signed. 

On Aug. 9, 1916, the liability law was again amended. 
It now provides that in case of freight, other than ordi- 
nary live stock, agreements releasing the carriers from 
liability beyond stated values are valid, provided the Inter- 
state Commerce Commission authorizes or requires the 
carriers to establish rates dependent on a declared value. 
The amended act provides that the requirement regarding 
full actual loss, damage, or injury shall not apply “to 
property except ordinary live stock received for trans- 
portation concerning which the carrier shall have been 
or shall. hereafter be expressly authorized or required by 
the Interstate Commerce Commisison to establish and 
mointain rates dependent upon the value declared in writ- 
ing by the shipper or agreed upon in writing as to release 
value of the property, in which case such declaration or 
agreement shall have no other effect than to limit liability 
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and recovery to an amount not exceeding the value so 


. declared or released.” 


Notice of Arrival, Freight Bill and Delivery Receipt. 


Upon arrival of a railroad freight shipment at destina- 
tion, the receiving agent makes out a notice of arrival, 
a freight or expense bill, and a delivery receipt. Each 
contains a record of the waybill which accompanied the 
freight, a description of the articles that have arrived 
and a statement of the amount of freight. The notice of 
arrival is sent to the consignee for his information; the 
freight bill is signed by the freight agent and given to 
the consignee when all freight charges have been paid; 
and the delivery receipt is signed by the consignee when 
the freight is delivered to him and serves as the agent’s 
evidence of delivery. The three papers are frequently 
so arranged that all may be made out on a typewriter at . 
one writing. 

Unit Billing. 

Some railroads have gone further than to unify the 
form of only the three papers mentioned in the preceding 
paragraph, but have adopted a scheme of “unit billing” 
whereby these papers and also the bill of lading and the 
waybill, which will be fully described in the next lesson, 
may be made out on the typewriter at one writing. In 
this case the arrival notice, freight bill and delivery re- 
ceipt are sent to the receiving agent by the forwarding 
agent. Distinctive colors may be used for the papers 
made out under the unit billing plan, to denote whether 
the shipment is a straight consignment, charges collect; 
a straight consignment, charges prepaid; an order con- 
signment, charges collect; or an order consignment, 
charges prepaid. 

In case the shipper or consignee wishes to file a claim 
for loss or damaged freight or an overcharge he fills out 
a freight claim blank and attaches various papers to it as 
will be described in subsequent lessons dealing with 
freight claims. The special papers used in connection 
with freight car demurrage and car service will be de- 
scribed in lessons 31 and 32, which deal specifically with 
that subject. 


Other Shipping Papers in the Export Trade. 


Brief mention may also be made of various additional 
shipping papers that concern the shipper in case he is 
shipping freight for export. In addition to the through 
or ocean bill of lading which he receives from the railroad 
or ocean carrier the government requires him to fill out 
a shipper’s export manifest which contains a list of the 
goods being exported. When the exports are destined to 
Latin American countries, to Portugal .and certain other 
destinations, he is obliged to make out a consular invoice 
on forms prescribed by the governments of these coun- 
tries and swear to it at their consulates. Some foreign 
countries further require the exporter to make out before 
a notary public a certificate of origin to the effect that 
the exported wares are American goods. If the exports 
are destined to Australia, New Zealand, British South 
Africa or Canada, a so-called non-dumping certificate, 
which contains the exporter’s domestic as well as his ex- 
port prices and discounts or a statement to the effect 
that his domestic and export prices are identical, is also 
required. When live stock is exported to foreign coun- 
tries, with certain exceptions, a certificate of inspection 
of export animals must be obtained from the United 
States Bureau of Animal Industry. Packages of export 
meat products likewise must have special “export stamps” 
attached to them, and may not be shipped to Great Brit- 
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ain, Europe, Mexico or Argentine without obtaining an 
export certificate from the Bureau. 


These shipper’s consular invoices and other govern- 
ment shipping documents are not to be confused with 
the regular exporter’s invoice, which the shipper makes 
out when the export goods are packed for shipment. It 
is a private invoice or list of all the packages shipped, 
their price, numbers, weight, measurement, description, 
code words, destination, name of vessel, marks of the 
consignee and the signature of a responsible officer of the 
shipping concern. Two copies are needed to attach to 
his draft in case the shipper wishes to be paid for the 
goods in that way; another copy is sent to the foreign 
consignee for his information and to be used in clearing 
the goods through the foreign custom house; in case the 
shipper is not located at the port of export, he may send 
another copy to his port representative; and he may also 
retain a copy for his shipping files. If the charges for 
rail and ocean freight, marine insurance, port services, 
etc., are not listed in this invoice, it may be supplemented 
by a separate statement of charges. Since ocean car- 
riers are not liable to the shipper for the loss or damage 
resulting from fire, perils of the sea, the thievery of cargo 
by the ship’s crew or officers, the jettisoning or throwing 
overboard of cargo by order of the captain to save the 
ship, or from any of the dangers of ocean navigation ex- 
cept to the limited extent specified by the Harter act 
mentioned above, it is also necessary for exporters to 
take out a marine insurance policy. Marine insurance 
certificates are frequently issued against the policy for 
practical use in shipping and in settling for exports. 

If the exporter ships on a through bill of lading, the 
carriers see to the transfer of the freight at the port of 
export; otherwise the shipper or his port representative 
must make arrangement for the transfer. If it is a large 
shipment he will need to obtain a shipping permit from 
the ocean carrier—a paper which indicates that the goods 
may be delivered at a particular wharf on certain days. 
Before delivery he receives a dock receipt, which is later 
exchanged for the ocean steamship bill of lading that 
was previously mentioned. If the export goods are to be 
shipped in a tramp vessel instead of a regular line 
steamer, it will also be necessary to negotiate a “charter 
party.” This is usually done through a ship broker. 

Although all these export shipping papers cannot well 
be described in detail in a course that deals primarily with 
railroad traffic, mention of them is made because the ex- 
port trade is rapidly growing in importance. Copies of 
them can readily be obtained from ocean steamship lines, 
ship brokers, marine insurance companies, the consuls of 
foreign countries and the United States port collectors at 
any nearby ocean ports. 


FREE TIME ON TIDEWATER COAL 


The Trafic World Washington Bureau. 

Statements as to the number of ships in the coastwise 
coal trade from Hampton Roads ports to New England, 
about as contradictory as could be imagined and tales of 
woe as to conditions produced by the submarine and the 
probable effect on that coastwise coal business by rea- 
son of the government’s determination to commandeer 
ships, and as to the way in which the nay department is 
buying coal, were presented to the members of the Sus- 
pension Board August 13. They were brought out at a 
hearing on the proposal of the Chesapeake & Ohio to allow 
only three days’ free time, under the average agreement, on 


coal at the Virginia ports. At present there is unlimited 
time. 


The hearing was to have been had August 10, but was 


postponed on account of the inability of E. J. McVann, attor- 


ney for West Virginia operators, to get from his vacation 
ground to the hearing room. E. L. Greever, his associate 
in these cases, was present on the day first appointed, but 
he asked for a postponement until Mr. MecVann could 
appear. 

Mr. Greever, who opened the case for the protestants, 
said that, if demurrage is a punishment for the failure of 
a shipper to use proper diligence in releasing cars, then 
conditions are such that instead of the free time being 
shortened, as proposed by the Norfolk & Western, the 
free time should really be increased. He proposed that 
instead of six days, as at present under Norfolk & Western 
tariffs under the average agreement, the time be length- 
ened to eight days and under the straight plan from twelve 
to fourteen days. Vessel movements are more irregular 
now than ever and they are becoming more irregular every 
day owing to the interference, for war purposes, of the 
government. He was not criticizing the government, but 
merely pointing out that the imposition of demurrage could 
not possibly result in greater car efficiency because the 
ship movements are not controlled by the shippers. 

“It will make the shippers more diligent in. seeing that 
the ships arrive,” said Mr. Bronson, appearing for the 
Chesapeake & Ohio at one place in the discussion on the 
subject, which lasted for hours. The shippers were glad to 
hear him say that because they were prepared to show the 
suspension board and the Commission that they have prac- 
tically no control over the ships. They charter vessels and 
load them when they arrive. They arrive when the perils 
of the sea, the closing of ports by reason of submarine 
scares, and other obstacles permit. 

“The only cause of detention is the lack of vessels,” said 
Mr. Greever. He had coal men put in exhibits showing 
that, in one instance, a government collier was thirty-four 
days overdue and that delays of four or five days are 
not uncommon. 

“But the railroads are not responsible for such delays,” 
suggested Mr. Crosland. 

“Neither are we,” retorted Mr. Greever. “We are sac- 
rificing money every day to furnish coal for the govern- 
ment, and we believe conditions will be worse when the 
Shipping Board commandeers ships, as it has given notice 
it intends doing. The only result of this tariff would be 
to take money away from us and force us to increase the 
price of coal.” 

A letter from Secretary Daniels as to what the navy 
intended doing in the matter of paying for coal was put 
into the record. In one paragraph it gave the impression 
that the government intended buying coal for the navy, 
f. o. b. mines. In the next paragraph it said that in ad- 
justing the price the government would take into con- 
sideration “increased costs of transportation,” which ap- 
parently made the letter contradict itself. If it buys f. o. b. 
mines, the navy will have to pay the demurrage and the 
coal operators will not be interested. 

Luther Moon, for the West Virginia Coal Company put 
in figures to show, he said, that the unloading machine 
of the C. & O. is not operated in an efficient manner. 
The exhibits showed that in July the ships arriving at 
the Roads had a capacity of 153,815 tons, but that the ma- 
chines unloaded only 62,260. Mr. Arnott of the Chesa- 
peake & Ohio Coal & Coke Company submitted figures 
showing that 28 ships were delayed 293 days—that is, 
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they were that many days behind their schedule. They 
were mostly sailing ships. 

Walter L. Booth, general superintendent of transporta- 
tion for the C. & O., put in figures showing that the piers 
have been unloading 50,000 tons a month more coal than 
in 1916. He said ships are more plentiful, which caused 
G. J. Bailey, of Castner, Curran & Bullitt, to say they are 
not as plentiful as they were a year ago and that they 
will be less plentiful hereafter. He said the shippers might 
be getting more ships to come to Hampton Roads, but that 
was because they were searching harder and paying from 
$2.50 to $4.50 a ton instead of from fifty to sixty cents as 
they were three years ago. 

J. J. Tierney, of the Pocahontas Fuel Company, submit- 
ted figures showing how irregular are the ships of the 
Panama Railroad, a government institution. Some times 
they come ahead and sometimes behind their schedules. 

Mr. McVann said that under the proposed demurrage 
rules his clients would have paid $2,338 in demurrage in 
April. 

“We are contending with Providence, the government 
and the Chesapeake & Ohio railroad,” said Mr. Arnott. 
“The railroad: company is asking us to do something it 
cannot itself do—regulate the movement of ships.” 

Throughout the discussion Mr. Bronson kept saying or 
intimating that the fact that the Tidewater Coal Exchange 
is now operating and pooling the coal of 85 per cent of 
the operators in the West Virginia fields, the slow shippers 
should be required to pay demurrage, especially inasmuch 
as by joining the pool they can avoid penalty, because the 
pool equalizes the good and the bad so evenly that there 
will be little if any demurrage. 

“Oh, that’s it, is it?” asked one of the operators. “This 
tariff is made to get us into the pool.” Mr. Bronson said 
it was not, but that if all operators were in the pool the 
effect would be as indicated. 

Rembrant Peale, commissioner of the Tidewater Coal 
Exchange, in talking to the members of the Suspension 
Board, said the installation of an efficient demurrage rule 
was necessary to insure the success of the pooling arrange- 
ment. At the close of the meeting Mr. Bronson frankly 
admitted that if coal shippers can have unlimited storage 
in cars at Hampton Roads, there will be no incentive for 
them to pool their coal and therefore there is danger of 
the exchange dissolving. Mr. Peale said that inasmuch as 
the exchange designs to be the only consignee of coal to 
be sent forward by ship, it signs the average agreement 
for all the members of the pool and the diligence of some 
matched against the dilatoriness of others will save any 
from paying demurrage and release equipment. 

“How?” demanded Messrs Jones and Crosland. They 
wanted to know how cars were to be released if no de- 
murrage was to be paid, as suggested in the various state- 
ments of Messrs. Bronson, Peale and Ford. 

“Then, as we understand the proposition,” suggested Mr. 
McVann, “if a shipper stays out of the pool because he 
fears joining it might be deemed a violation of law, he will 
have to pay demurrage, while the man who takes the 
chance of being accused of violating the law, escapes with- 
out demurrage.” 

Mr, Peale said that as a large shipper he took his chances 
by joining the pool. He had never tried to induce member- 
Ship by saying the plan was proof against the anti-trust 
laws. The pool was organized, he declared, because coal 
users in New England had implored the mine operators 
to unite to ship coal regardless of which particular man 
Owned it, upon the first ship that came to the piers, and 
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not delay a ship because the coal of the man that had char- 
tered her had failed to arrive. He said, what everybody 
knew, that the coal production committee of the Advisory 
Commission of the Council of National Defense had asked 
for the formation of the pool to keep New England from 
freezing during the coming winter. Mr. Bronson said New 
England would freeze if something were not done to expe- 
dite the movement of coal. 

Another point. made by the advocates of the demurrage 
‘tariffs was that the certainty that demurrage would have 
to be paid if cars were not unloaded within three days 
would make the shippers of coal hustle around and get 
ships. That brought a snort from the attorneys for the 
protestants who wanted to know how a shipper could go 
out and take ships away from the government, represented 
by the Shipping Board, or from the government of the 
allies represented by the Inter-Ally Committee in New 
York. They said the mine operators are between the ham- 
mer and the anvil; they are told to produce all the coal 
possible and ship it where they are told and then it is 
proposed to make them pay penalties if ships which they 
cannot control do not take away the coal they have sent 
where ordered. They brought out facts tending to show 
that it is nothing unusual for the navy to hold coal for 
weeks waiting for the arrival of a collier, refusing to re- 
lease it to a ship that could take it without delay. 

“The navy takes coal from the pool,’ said one of the 
advocates of the demurrage scheme. 

“Tell that to Josephus Daniels, who said he would hare 
nothing to do with pools or combines and insists upon giv- 
ing requisitions to individual mines. We can’t fill navy 
orders from the pool,” retorted one of the opponents. 

A large part of the discussion revolved around the fact 
that the government is the worst customer an American 
citizen can possibly get on his books because, being im- 
mune from suits and other kinds of pressure to which 
business men must yield, a government official can stupidly 
and ignorantly insist upon doing business in his own way 


regardless of demurrage tariffs or anything else. 


FOURTH SECTION HEARINGS 


The Traffic World Washington Bureau. 

It is the plan of the Commission to have Examiner 
Gaddes, chairman of the fourth section board, hold an- 
other series of “clean-up” hearings with a view to dis- 
posing of fourth section applications made when the pres- 
ent fourth section went into effect, to protect situations 
existing then and still in effect. 

There were about five thousand such protective appli- 
cations. Since that time the Commisison has disposed 
of more than 6,000 more vital applications made to create 
fourth section violations or to meet such as were caused 
by the opening of new routes. 

Mr. Gaddes will hold hearings at Denver beginning 
September 17, for the consideration of the applications 
of the Denver & Rio Grande, Colorado & Southern, Colo- 
rado Midland and probably some others, as will be shown 
by the docket assignments in The Traffic World between 
now and then. On October 15 he will move on to St. 
Louis for hearings on applications by the St. Louis & 
San Francisco. 

In order to facilitate the handling and disposition of 
fourth section applications assigned for hearing, the rec- 
ord, the Commission’s rulings show, should contain full 
and complete information concerning the reasons and 
facts upon which the relief prayed by said applications is 
based. 
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The burden rests on the carriers fully to justify their 
fourth section applications and show that the rate which 
it is desired to meet at the more distant point is a com- 
pelled rate and is and of itself lower than a reasonable 
rate. Carriers should, therefore, it is pointed out, be 
prepared to show in support of their applications in each 
particular instance the following information: 


Where the Relief Sought Is Based Upon the Ground of a 
Circuitous Route. 


1. The distance via the short route between the com- 
petitive points. 

2. The distance via the circuitous route between the 
same points. 

3. Whether or not the short-line rates conform to the 
fourth section. 

4. Whether or not there is a complaint pending as to 
the reasonableness of the rates of the long line at the in- 
termediate points. 

5. What is the highest rate from, to, or between inter- 
mediate points. . 

6. The shortest distance from, to, or between interme- 
diate points on the circuitous route at which higher rates 
are maintained, the names thereof, and the rates charged 
at such points. 

In other words: 

(a) What is the distance from point of origin to the 
first intermediate point at which a higher rate is main- 
tained than to the farthest-distant point, the name thereof, 
and the rates charged thereto? 

(b) What is the distance from the first intermediate 
point of origin to the first intermediate point of destina- 
tion between which a higher rate is maintained than be- 
tween the more distant points, the names of such points, 
and the rates applicable thereto? 

(c) What is the distance from the first intermediate 
point of origin from which a higher rate is maintained to 
the competitive point of destination, the name of such 
point and the rates applicable therefrom? 

(In the absence of special circumstances the Commis- 
sion usually denies the circuitous route authority to charge 
higher rates at intermediate points no greater distance 
from the point of origin than the distance between the 
competitive points via the short line.) 

(d) What showing do you desire to make as to the rea- 
sonableness per se of the rates at the intermediate points, 
or as compared with the rates to or from the farther-distant 
point? 

(If there are a number of points involved located in 
different groups, zones, or territories, it will be sufficient, 
ordinarily, to show only the mileage between representa- 
tive points in each group, zone or territory, if such a show- 
ing will clearly indicate the comparative distances via the 
direct and circuitous lines. A diagram or map showing 
the relative positions of the various lines or routes, the 
points of origin and destination, and the intermediate 
points at which higher rates or fares are to be charged 
should be submitted.) 

A difference of but a few miles in distance is not of itself 
considered as placing a carrier at such a disadvantage as 
to warrant relief from the fourth section to charge higher 
rates at intermediate points, but the line or route request- 
ing relief must be shown to be circuitous to a marked de- 
gree, usually not less than 15 per cent greater than the dis- 
tance of the short line between the same points, when 
based solely on the ground of a circuitous route. The Com- 
mission also denies relief where the carriers are extremely 
circuitous, in the absence of special circumstances, believ- 
ing that from an economical standpoint the carriers are 
not justified in meeting rail competition via unreasonably 
circuitous routes. 


Where the Rellef Relied Upon Is Based Upon the Ground 
of Water Competition 


1. Show steamers or boats actually plying between the 
water points, and their tonnage capacity. 

2. Whether or not traffic is actually moving via the 
water lines, the volume of such traffic, and the names of 
the water lines. 

3. The shortest distance from, to, or between interme- 
diate points at which higher rates are maintained via the 
rail carriers, the names thereof, and the rates charged at 
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such points; and the highest rate applying from, toy; or be- 

tween intermediate points. 

Where Market Competition Is Relied Upon as the Ground 
for Relief ‘ 

1. The name of the other markets from which the com- 
petition is met. # 

2. The distances from the other markets as compared 
with the distance from the market of applicant carrier. 

3. Whether or not the rates from the other markets are 
in accord with the provisions of the fourth section. 

4. The volume of traffic to point of destination from 
each of the two markets, if possible. 

5. Whether the market competition at the farther-dis- 
tant point is consistently met at intermediate points of or- 
igin; if not, what reasons exist for not permitting such 
intermediate points of origin likewise to meet such com- 
petition. 

In addition to the above information, any other circum- 
stances which are relied upon as constituting a special case 
within the meaning of the law warranting four section 
relief should be shown. 

All the relief desired under an application should be 
specifically referred to. Where relief is desired from “re- 
lated points,” or “group points,” the groups should be de- 
fined. 

The fact that a point is a large producing or consuming 
market and that intermediate points are not consuming or 
producing points is not considered by the Commission as a 
sufficient reason for relief from the fourth section. Rule 
77 of Tariff Circular 18-A was promulgated for the express 
purpose of covering such situations and obviating the ne. 
cessity of publishing paper rates from intermediate. points. 


WAR BOARD AND CAR SUPPLY 


The following is authorized by Fairfax Harrison, chair- 
man of the railroads’ war board: 

“Reports just received by the railroads’ war board show 
that the railroads of the country, in their co-operative 
efforts to give to the country the greatest possible amount 
of freight service, have effected an extraordinary im- 
provement in freight car supply. These reports show that 
the excess of unfilled car requisitions over idle cars, or 
what is ordinarily but inaccurately termed car shortage, 
was only one-fourth as great on Aug. 1, 1917, as on May 
4, 39i7. 

“The excess of unfilled car requisitions on May 1 was 
148,627; on June 1 it was 106,649; on July 1, it was 77, 
682; and on August 1 it had been reduced to 33,776. 

“This result has been accomplished at a time when 
the railroads are supplying from fifteen to twenty per 
cent more freight service with the same number of cars 
that was being given this time last year, for the railroads 
handled in July a tremendous increase in both govern- 
ment and commercial traffic. 

“The movement of cantonment supplies alone occupied 
the full services of more than 30,000 cars. There was 
also an extraordinarily heavy demand for cars to trans- 
port food products, as well as materials, to and from 
munition factories. 

“The result achieved has been accomplished by co- 
operation with the railroads of shippers, regulating bodies 
and the public generally. This co-operation has made 
possible the intensive loading of freight cars, prompter 
unloading, the elimination of a large amount of unneces- 
sary passenger train service, and an opportunity gen- 
erally to utilize the railroad plant efficiently. 

“The aim of the railroads at the present time is to put 
each car to the greatest possible use, to have empty cars 
placed where they are most needed, to prevent overlap- 
ping and unnecessary service—in other words, to make 
the entire railroad system of the United States the most 
effective possible transportation agency in winning this 
war.” 
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Efficiency in Traffic 


New Devices, Suggestions, and Methods for Increasing Efficiency 
in Freight Handling and Other Branches of Traffic Work 


PREPARATION OF FREIGHT CLAIMS 


Speaking of the form used by his company in the prep- 
aration of freight claims, B. J. Drummond, traffic manager 
of the Omaha Alfalfa Milling Company, Omaha, Neb., says: 

“It seems to be the universal practice among industrial 
concerns in the handling of railroad claims involving loss, 


of this character without first obtaining from him all the 
data necessary properly to support a claim against the 
carrier. With this in view we have prepared a circular 
which is mailed to each customer with the invoice cover- 
ing the shipment. These instructions point out to him 
just exactly what data we must have if we are to allow him 
for any amount involving a railroad claim. To facilitate 


AFFIDAVIT COVERING SHORTAGES 


STATE OF 
COUNTY -OF 


being duly oo ae says: 
Car Number 


Sworn 
as same was removed from the car and 


said car contained but........---.---.--------.-------------at time of unloading. That no part of contents of said car 


was removed therefrom subsequent to its placement by the carrier except in 


presence. 


Subscribed in my presence and (Sworn to) (Affirmed) before me this 


[SEAL] 


damage, and overcharge with their customers to accept 
assignment of claims to pay the customer and subsequently 
make a claim against the carrier for reimbursement. 

“In doing business with a miscellaneous lot of customers 
many of them do not appreciate the importance of the 
supporting claims and for that reason our experience has 
proven that it is unwise to allow a customer for claims 


Notary Public. 


matters we attach to these instructions affidavit forms for 
his convenient use, all of which are self-explanatory. 
Since we have pursued this course with our trade we 
find our freight claims are coming in in better shape and 
we are able to get them before the carriers from three 
weeks to a month sooner than heretofore and with less 
occasion for a come back on the part of the railroads’ 


AFFIDAVIT COVERING DAMAGES 


ts 


That from personal knowledge 


being duly 


Sworn 


know that prior to and at the time of removing contents from said car 


pS SE ee ne es en ee was found to be in a damaged condition, viz: 


That said damage was not due to any act, to the omission of any act or to any negligence upon the part of the consignee or 
representatives. . 


Subscribed in my presence and (Sworn to) (Affirmed) before me this 


[SEAL] 


Notary Public. 
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claim offices, thus securing to us our reimbursement with- 
out serious delay. 


Many of the carriers have recognized the importance of 
this procedure and have called on us for samples of these 
forms, with a view of adapting them to their uses.” 

The circular spoken of as being mailed to customers 
reads as follows: 


It has always been customary for this company to handle 
railroad claims for our trade by promptly paying same and 
securing reimbursement from the carriers. Decisions of the 
courts and Interstate Commerce Commission relative to pay- 
ment of claims by carriers have made it necessary for us to 
advise our trade that in future we can make such allowances 
only under the following conditions: 

Claims for overcharge in freight will only be allowed when 
acompanied by delivering road’s freight bill signed by the duly 
authorized agent, showing the total amount paid. 

Claims for shortage will be allowed only when accompanied 
by delivering carrier’s freight bill bearing the following nota- 
tion signed by the agent. 

“(Number) sacks (brand) checked short when car 
unloaded. 
Signed 


If such notation cannot be obtained then it will be necessary 
for at least two persons who checked the unloading of the car 
to make an affidavit covering the shortage as per form 1 on 
page 3 hereof. 

Claims for shortage must be accompanied by a_ statement 
giving all essential facts relative to date and hour of place- 
ment of car, if on a private siding. Also state the condition, 
number and initial of all seals, including those on the end 
doors. <Any other information that might be of service in 
establishing liability with the carrier should be included. 

Claims for damage will be allowed only when accompanied 
by delivering road’s freight bill bearing the following notation: 

(Number) sacks (brand) feed found to be in dam- 
aged condition due to prior to 
unloading when inspected.”’ 

Signed 


If such notation cannot be obtained, then it will be neces- 
sary to furnish an affidavit, by at least two witnesses who 
checked the unloading of the car, as per form 2 on page 4. 

In all cases for shortage and damage delivering carrier 
should be promptly notified to have their representative verify 
the discrepancy at the time of unloading. 

All affidavits must be full and complete as per forms at- 
tached. Time will be saved if all railroad claims are handled 
in strict accordance with these instructions. No allowances 
‘will be made until all files are full and complete. 

We do not wish to place any hardship on our trade, but we 
must be in a position to prove negligence upon carriers if we 
are to make allowances on account of railroad claims. 


Fac-similes of the affidavit forms accompanying this 
circular are printed herewith. 


BUILDING A TARIFF FILE 


(Written for The Traffic World by R. I. Pierce) 

There are numerous systems of filing, classifying and 
card indexing freight tariffs established in the various in- 
industrial and railroad traffic departments. It may be found 
that exactly the same method could not be successfully 
operated in departments where the conditions vary, but 
the fundamental principles remain the same and can be 
closely followed in building either a large or small indus- 
trial or railroad tariff file. 

The tariff file of an industrial traffic department, in so 
far as the limitation of its requirements extend, should 
be as complete and allow of as easy access to rates as 
the more elaborate systems found in the freight depart- 
ments of the railroads. 

In establishing a tariff file there are three pronounced 
factors that must be given careful consideration. There 
must be a systematic arrangement of the tariffs, a uni- 
form and easily workable method of binding, and a simple 
and rapid method of filing, from which must result ac- 
cessibility in locating any tariff desired and eliminating 
false movements, yet the system must be simple in its 
construction and operation and be so elastic as easily to 
accommodate all the varied sizes of tariffs. 

If a system of filing is so devised that a tariff, whether 
active or canceled, can be readily located and such a sys- 
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tem does not become a burden to operate, it will save 
time, money and labor and will also go a long way toward 
eliminating overcharge and undercharge claims. 

Many have seen and are familiar with filing systems 
which could be classed as the “Heap Filing System,” the 
tariffs being placed in boxes or drawers, which are labeled 
only as to the issuing agent or road. As a usual thing 
the desired tariff is on the bottom in the last box through 
which a search is made. Possibly the searcher, after 
going through several boxes, finds that the tariff is not 
apparently carried in the file, but be is never quite cer- 
tain. Assuming that such a file was maintained in a rate 
department where fifty rate men were endeavoring io 
revise ten thousand way bills daily, the only conclusion 
that can be arrived at is that the waybills could not and 
would not be revised. 

The system of filing, classifying and card indexing 
freight tariffs here explained is one that has been estab- 
lished and is now being successfully operated in a re- 
vision department where a tariff file of approximately 
fifteen thousand active and thirty thousand canceled tar- 
iffs is maintained and in which fifty rate men are revising 
daily approximately ten thousand waybills. 


Method of Binding. 


It requires but a trifle more expense and labor to pro- 
duce a tariff binder or container that will be handsome 
in appearance without sacrificing any of the efficiency 
or workability of the system. 

The important factors in selecting a container for 
freight tariffs are the elasticity of the binder and the 
ease and rapidity of inserting and removing the tariffs. 

The tariff binder used in connection with this system 
is one that is simple in its construction and also inex- 
pensive, the materials required for constructing a com- 
plete binder being merely some pressboard paper, cloth 
binding, a cheap gummed paper, paste, an aluminum eye- 
let, a flat head paper fastener, paper labels, and a small 
piece of cord. 

Such binders can be made in uniform sizes. After a 
sufficient number have been manufactured they are ready 
to receive the tariffs and be classified, labeled, and filed, 
in a filing cabinet suitable to the requirements of the 
system to be installed. 


Classifying and Filing. 


Freight tariffs and publications relating to freight rates 
can be classified in two general groups: (1) Tariffs is- 
sued by agents, association or committees, and (2) tariffs 
issued by railroads. These groups can also be further 
classified as follows: (1) Classifications; (2) exceptions 
to classifications; (3) tariffs naming rates; (4) switching 
and switching absorption tariffs; (5) miscellaneous rules, 
such as refrigeration, weighing, etc.; (6) special privilege 
tariffs, such as reconsigning, storing in transit, milling in 
transit, ete.; (7) tariffs naming demurrage rules; (8) 
territorial directories; (9) station list. 

It has been the purpose of this system to establish 
uniformity and create a standard method of filing, there- 
fore in the arrangement and classification of tariffs a 
uniform method has been followed in so far as it is prac- 
tical to do so in filing freight tariffs. 

A separate and distinct file is first made of the two 
general groups of tariffs, agency and road issued, each 
file being alphabetically arranged (1) according to the 
issuing agent or territorial application of the agent, as 
sociation or committee, and (2) according to the issuing 
road, each agent or road issue of tariffs being arranged 
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in the following order: (1) Specific commodities, alpha- 
petically arranged; (2) various commodity tariffs; (3) 
class and commodity tariffs; (4) class rate tariffs; (5) 
exceptions to classification; (6) miscellaneous rules, etc.; 
(7) tariff indexes. 

To maintain further the uniformity of the tariff file 
and allow an easy access to any tariff, the tariffs are ar- 
ranged in the filing cases as follows: 


Various Issues: 
Equipment register and railway freight connections. 
Open and prepay stations. 
Tank car circular. 
Quarantine rules. 
Classifications. 


Agent and Committee Issues: 

Anderson. 

Bullen. 

Cameron. 

Cottrell. 

Central Freight Association (tariffs issued by E. Morris). 

Dudley. 

Denyven. 

Emerson. 

Fonda. 

Fulton. 

Gilbert. 

Hall. 

New England Freight Association (tariffs issued by 
F. S. Davis). 

Pacific Freight Bureau (tariffs issued by F. W. Gomph). 

Sedgman. 

Southeastern Freight Association (tariffs issued by L. 
E. Chalenor). 

Southeastern Miss. Valley Freight Association, tariffs 
issued by M. P. Washburn). 

Southwestern Lines (tariffs issued by F. A. Leland). 

Transcontinental Freight Bureau (tariffs issued by R. H. 
Countiss). 

Western Trunk Line (tariffs issued by E. B. Boyd). 


A subdivision is made of the later issues which are 
arranged in W. T. L., Gulf Foreign Freight Committee, 
Illinois Freight Committee, and Trans-Missouri Freight 
Bureau, order. 

The road issues of tariffs follow next in order and are 
arranged alphabetically as to the issuing road and in their 
respective order as to the kind of tariff. 


Locating the Desired Tariff. 


Increase the output and you lower the cost of produc- 
tion. One of the most important factors of any filing 
system is its accessibility. This is especially pertinent in 
a tariff filed. It should be so arranged as to permit each 
individual to perform at his fastest pace and with the 
Maximum of efficiency the highest class of work for 
Which his natural abilities fit him. 

There should be just one place for the tariff, and the 
file should be so arranged that the tariff could not prop- 
erly be in any other place. To accomplish this each 
tariff binder carries two labels. On one label there is 
placed a number designating the position of the tariff 
binder in the tariff file and also having one distinct place 
for each tariff contained in the tariff binder, every tariff 
being given the same number as is carried on its con- 
tainer, The other label carries the reference which per- 
Mits an easy access to the tariff, for example, Western 
Trunk Line tariff number 18 series, issued by E. B. 
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Boyd and applies to points west of the Missouri River, 
will be labeled, “W. T. L. Class and Commodity No. 18. 
West of the Missouri River.” 


If a rate man knows who issued the tariff on this par- 
ticular traffic it can be seen that it would be but a simple 
matter to locate the desired tariff. He has the points 
of origin and destination, the tariff is arranged in the 
file as to its group, and the label carries the remaining 
information. This also holds true of other issues, such 
as individual line specific commodity tariffs. 

Brick tariffs are so labeled, grain tariffs are so labeled, 
ete. 

If any tariff is desired, there is just the one place where 
it will be found; only one move is necessary. 


Card Indexing System. 


A card index system need not be complex to be valua- 
ble; in fact, the less complex it is the more valuable it is 
likely to be. 

The fundamental principles of card indexing are sim- 
ple, yet each situation for which a card index is prepared 
has its own peculiar conditions and requirements. The 
degree to which a card index can be prepared fully to 
meet the requirements without destroying the accessibility 
of the most simple indexing arrangement soon measures 
the entire value. 

To fulfill satisfactorily the present purpose in estab- 
lishing a card index system for freight tariffs, there are 
three principles which the system must not violate. There 
is a fourth principle, which has usually been overlooked, 
the addition of which, without in any sense violating the 
proper observance of the first three principles, will greatly 
increase the value of the index as a whole. The first 
three fundamentals may be described as follows: (1) 
The proper entry of the references and all data that a 
card is to carry must be simplified to the last degree. It 
must be easy of operation, consuming little time com- 
paratively, and not readily leading into errors; (2) the 
arrangement of the cards in the file must be a matter of 
easy precision. Ease in placing originally, ease in lo- 
cating and replacing are the aims to be achieved; (3) 
the individual card as filed must not only be easily lo- 
cated, but once located it must be a perfect reference to 
the tariff binder and contents. This principle partakes 
of both numbers one and two in its requirements of the 
correct entry of the information on the card and the 
proper filing of the card, insuring quick and easy locating 
of the desired tariff. 

The fourth principle, while depending on the first three 
for its reliability, adds to the worth of the system. It 
consists in including on the card facts that always must 
be learned when a tariff is under consideration. Full 
details cannot be given on the card. It would be possible 
to attempt too much, but between the danger line of a 
burden on some record and the disappointment of an inad- 

equate reference there is a middle ground which we may 
safely pursue. It has been the purpose to carry on the 
ecard certain brief points of information which will make 
the system more than just an index, and this can be 
easily done. As well as being an index this method can 
be made a convenient source of information and an as- 
semblage of readily available facts beyond which in many 
instances it is not necessary to look further than the 
card to secure full information. In instances where the 
complete detail of the tariff is required a complete record 
can be placed on the card bringing this information read- 
ily to hand. 
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A three by five card has been selected on which is 
printed in black standard blank form as follows: Tariff 
number, I. C. C. number, Effective date, File, Applying On, 
From, To, Cancels, Canceled file, Remarks. 


The captions of this card form indicate. the data it is 
to carry, which is practically that which is carried on 
the title page of a tariff. 


When a card system of this nature is complete it is 
obvious that in most cases a new card later prepared as 
just described will necessarily supersede some card that 
is already in the file. The new card must be placed in 
the current card file of effective tariffs. The canceled 
card will, of course, be retained as a record in a card 
index of canceled tariffs. — 


In the second principle, the arrangement of the cards 
in the file, the standard method of the alphabetical ar- 
rangement has always proved to be the most simple and 
satisfactory and the cards have been so arranged in 
two complete alphabetical guide card groups. In the first 
group are filed the agents, association or committee is- 
sues, the location in the card index of any one of these 
being determined by its initial letter, it being filed behind 
the guide card that bears the same letter. The second 
alphabetical group, being the road issues, are filed in the 
same manner. There is in both groups a numerical sub- 
division of the cards behind each alphabetical guide card. 
The cards behind each lettered guide are arranged numer- 
ically according to the agent, association or committee 
tariff number or in the road file according to the general 
freight office tariff number, or, in the absence of a tariff 
number, according to Interstate Commerce Commission 
or state commission number. 


These guides and subdivisions insure adherence to the 
third principle of the accessibility of the cards, placing 
each card where it can be located without waste of time 
or effort. The information that each card bears, includ- 
ing the identifying number of the tariff binder, consti- 
tutes a perfect record to all the data that such tariff 
and binder contain. The fourth principle, in operation, 
elevates the system above that of a mere card index. It 
is nonetheless a perfect index, but in addition, without 
being cumbersome, it is a dependable record of the ap- 
plication of tariffs, the cards carrying data that, under 
other circumstances, must be searched for, entailing a 
loss of time. Besides showing a complete application of 
all tariffs, the index can be easily made to show a list 
of practically all railroads operating in the United States 
and to carry on the card sufficient information to show 
the application of tariffs as a whole from any road thus 
listed. This later is especially pertinent to the smaller 
lines that do not issue their own tariffs. 

When such a card system is established it at once gives 
easy access to any tariff whether active or canceled. It 
will establish a standard and uniform method of filing, 
removing all doubts and eliminating any necessity of 
going further thn the index to ascertain the tariff desired 
to comprehend its full application and to possess complete 
reference to all previous issues. This system of filing 
and indexing is presented with a conviction that it sug- 
gests methods that have not been employed before and 
contains pronounced advantages. To the knowledge of 
the -writer this system presents in a manner not before 
attempted and in a thoroughly workable, practical form 
those vital facts which are constantly needed, but that 
up to the present time have not been so compiled as to 
be always at the finger tips. 


WOMEN AS OPERATORS OF ELEC- 
TRIC-DRIVEN MACHINERY 


(From the National Electric Light Association’s Bulletin.) 

In preparing women to take men’s places in industry 
the operation of electric-driven machinery is obvious]; 
one of the first places where feminine effort will make 
itself felt. Already a number of large corporations have 
established training classes for women, so that when 
their men are called away the wheels of industry wil! 
not suffer the slightest interruption. 

At Bush Terminal, in New York harbor, between 25,000 
and 30,000 persons are employed. Owing to the modern 
character of the undertaking it is attractive to the best 
class of labor, and the proportion of men subject to con- 
scription is unusually large. When this became known 
a number of young women organized themselves into a 
training corps, setting themselves to the task of learning 
such of the men’s duties as could be done by women. 

The electrical equipment of the Bush Terminal is prob- 
ably the most complete of any large transportation and 
industrial enterprise in the world. All of the 250 or more 
industries located in the Bush Terminal Loft Buildings 
are operated by electricity, while there are many unusual 
applications of electricity in the handling of merchandise 
for transportation. 

Energy for operating the terminal and its allied in- 
dustries is furnished by the local electric company through 
two sub-stations, from which it is distributed throughout 
the property. The consumption amounts to about 15,000,- 
000 kw.-hrs. per year. Not only does the terminal com- 
pany do most of its switching by electric locomotives, but 
it has a fleet of 50 five-ton electric trucks for metropolitan 
deliveries, and a complete system of interplant trans- 
portation by electric tractors and tractor cranes. 

It is not expected that women will be used in switch- 
ing for some time to come, but the demands of the stu- 
dents for lessons in switching cars were so strong that 
they were included in the training. The handling of trucks 
and tractors, however, will probably be done by women 
among the first work which they take over. This is due 
to the fact that chauffeurs are generally of the age which 
subjects them to the first draft, and, since local trans- 
portation must go on if the terminal is to do any business 
at all, substitutes must be found for the men who will go. 


While the organization of young women at Bush Ter- 
minal was a purely voluntary one, established on the 
initiative of the girls themselves, the company naturally 
takes a lively interest in the training, and the advice of 
officials is freely sought and given. It was at the sug- 
gestion of one of the executives that the training has 


been confined to each department; thus the young women. 


in the transportation department, being familiar with the 
terms and technique of transportation, get their training 
in transportation; the girls in the warehouse department 
confine their training to warehouse duties, and so on. 


A unique feature of the equipment of Bush Terminal 
is the outfit of portable electric winches. These consist 
of a motor-driven drum, mounted on a heavy truck, which 
makes it possible to place the winch at any desired point 
on short notice. For example, each warehouse group is 


equipped with stationary winches of two or more drums, 
these stationary winches serving eight to twelve openings. 
In case it is necessary to work more openings than can 
be handled by the regular equipment, portable winches 
are called for and perform the extra service. Outlets are 
provided throughout the property, so that portable elec 
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tric machinery can be connected instantaneously. The 
portable winches are also used to a great extent along 
the bulkheads in handling the cargoes of lighters. 

The more stalwart among the Rush Terminal feminists 
have set themselves to learn the operation of these 
yinches. It requires a firm foot, as well as a steady hand, 
to operate a winch, as foot power is depended upon to op- 
gate the brake release. In the warehouse’ department 
women, are practicing on the huge electric freight ele- 
yators, each of which is capable of handling a carload 
lot of merchandise. ‘“Warehouse-women” are also util- 
jing their natural ability as needleworkers in learning 
the tricks of repairing torn coffee and bean bags. More 
dificult is the art of driving nails into broken packages 
where they will do the most good and least harm. 

The most ubiquitous bits of equipment at Bush Terminal 
are the tractor cranes. These are equipped with storage 
batteries, and after hauling half a dozen trailers from 
one part of the plant to another the tractor unhooks from 
its train and proceeds to unload the trailers. Small stor- 
age battery trucks are also used in handling heavy com- 
nodities from bulkhead direct to warehouse, and: in the 
cotton-disinfecting plant, through which all imported cot- 
in must go before it is passed by the United States 
Department of. Agriculture. 


THE USE OF RECORD BLANKS 


In its plan for helping win the war by making every 
freight car do all it can, the Railway Business Associa- 
tion has enlisted the co-operation of trade organizations 
having a total membership of 20,000. These are national, 
state and local bodies which have recommended to their 
members the performance record blanks through which 
the president of each company can measure from month 
t0month the progress maintained by his shipping depart- 
nent. An effort is afoot to extend the number of the 
associations participating in this movement in order that 
the heavy traffic of coming months will find thousands 
nore shippers conserving car supply by system. 


George T. Smith of Jersey City, chairman of the asso- 
tation’s freight car thrift committee, has made public 
the names of 40 bodies which have already responded, 
and issued a new appeal to the others. All the secretary 
of such an organization has to do is to multigraph a letter, 
ak the Railway Business Association for the requisite 
sets of blanks and drop it in the mail. 


Following are the organizations which have recom- 
mended performance record blanks to their members: 
American Face Brick Association, American Feed Manu- 
facturers’ Association, American Hardware Manufacturers’ 
Association, American Iron, Steel & Heavy Hardware 
Association, Associated Industries of Massachusetts, Cali- 
fomia Redwood Association, Carriage Builders’ National 
Association, Hardwood Manufacturers’ Association, Hard 
Yam Spinners’ Association, Illinois Manufacturers’ Asso- 
tiation, Knit Goods Manufacturers of America, Manufac- 
luring Chemists’ Association, Michigan Manufacturers’ 
Association, National Association of Automobile Accessory 
Jobbers, National Association of Furniture Manufacturers, 
National Association of Garment Manufacturers, National 
Association of Glue and Gelatine Manufacturers, National 
Association of Stationers and Manufacturers, National 
Association of Stove Manufacturers, National Confection- 
nd Association, National Lumber Manufacturers’ Asso- 
Clation, National Pipe and Supplies Association, National 
tial Paper Trade Association, National Petroleum Asso- 
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ciation, National Pipe and Supplies Assoication, National 
Varnish Manufacturers’ Association, National Wholesale 
Grocers’ Association, Ohio Manufacturers’ Association, 
Richmond (Va.) Chamber of Commerce, Rochester (N. Y.) 
Chamber of Commerce, Rubber Association of America, 
St. Joseph (Mo.) Commerce Club, Silk Association of 
America, Sioux City (Iowa) Commercial Club, Southern 
Hardwood Traffic Association, Southern Pine Association, 
Southern Supply and Machinery Dealers’ Association, 
Syracuse (N. Y.) Chamber of Commerce, Toy Manufac- 
turers of the U. S. A., United States Sugar Manufacturers’ 
Association. 


CAR UTILITY BULLETIN 


The commission on car service of the railroads’ war 
board has issued its car utility bulletin No. 2, showing 
how to load fruits and vegetables to get more work out 
of a car. The bulletin is profusely illustrated, showing 
how to load tomatoes, cucumbers, onions, cabbage, beets, 
oranges, grapefruit, lemons, melons and apples and giv- 
ing examples of bad loading. 

“Increased car loading,” says the bulletin, “will help 
eliminate car shortage. The ability of the carriers to 
move your crops depends upon your co-operation in the 
full loading of cars.” 

The following extract is printed from a bulletin issued 
by the United States Department of Agriculture, June 2, 
1917: 


There are many ways in which shippers and distributors 
can get more work out of a car than at the present time. 


Shipping associations can pool the output of all their mem- ° 


bers and load cars of some commodities to full capacity for 
large markets. Wholesalers and carlot distributors can place 
orders for carloads of a greater quantity than was cutomary 
in the past. Shippers should load and unload cars within the 
shortest possible space of time and every individual having 
to do with the diversion of cars in transit should reduce delay 
at diversion points to the lowest possible minimum. Against 
the increased value of a better market found while holding a 
car in transit must be balanced the loss due to deterioration 
of the product while the car is held and the sometimes 
greater loss of another shipper whose product spoils for lack 
of a car which the first’ shipper is holding. 

The present is a time for the closest co-operation of all 
interests for the most efficient utilization of cars and not a 
time to discuss relative responsibility for car shortage. 


The following extract is printed from the publie an- 
nouncement issued by the Interstate Commerce Commis- 
sion under date of July 12, 1917: 


It is expected that shippers and receivers of freight will to 
the fullest extent aid in promoting car service by promptly 
loading and unloading carload shipments, by capacity loading, 
where possible, regardless of carload minima, by readily 
adapting themselves to such modifications in the handling of 
less-than-carload shipments as may found necessary, and 
ty hearty co-operation in the other methods which have been 
or may be devised to meet the transportation problems con- 
fronting the country. 


The following suggestions for relieving freight conges- 
tion are made to shippers and receivers: 


The demand for freight cars at the present time is far 
beyond that of any previous period in our history. When 
our troops are actually in the field this demand will be 
greatly increased. The following suggestions for relieving 
ear shortage and freight congestions are recommended to the 
attention of shippers and receivers of merchandise: 


1. Unload promptly all loaded cars received. 

2. Load promptly all outgoing cars and release them im- 
mediately to the railroad. 

3. Anticipate disposition of freight before its arrival. 

4. Do not order specimen types of cars when ordinary types 


will serve. , 
Eliminate use of railway equipment in trap or transfer 
service when tonnage can be handled by motor truck 


ol 
. 


or wagon. 
6. Load all cars to their full carrying capacity (110 per cent 
marked capacity) or cubical capacity, so that maximum 
use of each car will be obtained. This can be accom- 

plished by: , 

(a) More careful supervision of loading; 

(b) Producers and buyers agreeing to disregard estab- 
lished trade units and increase the units as a war 
measure; 

(c) Waiving rights in regard to minimum weights under 
tariff and traffic regulations; 
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(d) Buyers increasing their orders so as to fill the car, 
and producers ge | of their output on a basis 
of full carrying capacity of equipment furnished; 


(e) Buyers who cannot handle larger quantities club- 
bing together with other buyers to make full 
capacity cars; 


(f) Showing customers who desire, merely as a matter 
of convenience, smaller units than maximum how 
they can help the general situation by enduring 
inconvenience. 


Load freight requiring refrigeration to the safe carrying 
capacity for the commodity loaded. 


Load freight requiring ventilation to the safe carrying 
capacity for the commodity loaded, but understand that 
this class of freight can be loaded much heavier than 
freight requiring refrigeration, although not always to 
the full visible capacity. 


By more intensive loading, there will be a reduction in the 
number of cars under load, which will particularly relieve con- 
gested territory, where it is a question of track room rather 
than of equipment, so that business can and will be handled 
more promptly. Cars detained by congestion will thereby be 
relieved, and since congestion exists in the great consuming 
centers a reduction in the number of cars under load will result 
in better equalization of equipment throughout the country. 


In all cases keep the cars moving with a full load and settle 
differences of opinion afterwards. 


Note.—This bulletin has the approval of the United States 
a of Agriculture together with a number of leading 
railroads. 


Mr. Shipper, Mr. Wholesaler and Mr. Distributor, there is 
already an acute car shortage. This car shortage can be 
greatly reduced if you will make better use of car space. 

Efficiency is as Necessary as Patriotism, 
We are Sure of Your Patriotism. 
We Must Have Your Efficiency. 


‘PACKING GLASS FOR SOUTH AMERICA 


(Commercial Attache William F. Montavon, 
Commerce Reports.) 


American cut glass, especially the cut glass with silver 
trimmings, is winning an enviable place in the Peruvian 
market, and will not easily be dislodged even when normal 
commercial] conditions are restored. On account of the 
practical certainty that the trade will have a large growth, 
it is quite important that American exporters of this class 
of goods should give attention to the most approved meth- 
ods of packing them, in order that they may not be at a 
disadvantage in meeting competition from abroad. 

Persons who travel on this coast have observed that 
shipments of plate glass are liable to have dropped upon 
them at any time a ton or two of lard, cement, hardware, 
steel rails, or other goods, especially in such ports as Eten, 
Pacasmayo, Salaverry, etc., where ships are discharged in 
an open roadway, and are exposed to the surf, which is 
always running on this coast. Glass must be so packed as 
to withstand such treatment, if it is to be successfully ex- 
ported to Peru or Bolivia. 


The Belgian manufacturers have demonstrated that glass 
can be packed to meet this condition. The only way to do 
it is to carefully pack the product tightly in a light case, 
such as is successfully employed by our manufacturers in 
the domestic trade. This case must be inclosed for export 
in an outside case of strong lumber, made large enough so 
that an ample cushion can be provided on all sides of the 
inside case that contains the glass. This cushion will re- 
ceive the shock of blows, and distribute the impact in such 
a manner that the glass will remain uninjured. 


Instead of having the ends and sides of the inside case 
parallel to the outer one, it is preferable that it should lie 
diagonally, so that two opposite corners may touch the 
outside case, and two other opposite corners have an ample 
cushion. In this manner, it is said, glass can be packed 
for export to any point along the coast, without the least 
danger of breakage. If the cushion is properly made there 
will be no loss from breakage, and our manufacturers by 
adopting this simple method may find it possible to create 
a very favorable impression. 


Lima, Peru, in 


THE TRAFFIC WORLD 


Vol. XX, No. 7 


PASSENGER SERVICE REDUCTIONS 


Extensive reductions in passenger train service, in ad- 
dition to those already made, are soon to go into effect 
in central territory. Between March 1 and July 15 the 
railroads in this territory effected a saving at the rate 
of almost seven million passenger miles a year in passen- 
ger train service, according to a report just made to the 
railroads’ war board by R. H. Aishton, president of the 
Chicago & Northwestern Railway and chairman of the 
central department committee., The total reductions al- 
ready made and those soon to be put into effect in this 
territory amount to over 12,000,000 passenger miles. This 
is in addition to reductions of over 16,000,000 passenger 
miles reported in eastern territory. 


Several roads which have up to the present made only 
small reductions in passenger service have planned such 
reductions to take place in the immediate future. The 
Burlington system plans a reduction amounting to 1,800- 
000 passenger miles; the Rock Island, a further reduc- 
tion of 886,456 passenger miles; Missouri Pacific, 1,000, 
000 passenger miles; Missouri, Kansas & Texas, a fur- 
ther reduction of 598,822. The Chicago & Eastern Illinois, 
the Grand Rapids & Indiana, the Kansas City Southern, 
the Lake Erie & Western, the Michigan Central and the 
Soo Line, several of which roads have already made 
considerable reductions, have planned total or further 
reductions amounting to from 130,000 to 200,000 passen- 
ger miles each. The total amount of additional reduction 
already planned amounts to 3,539,561 passenger miles, 
making a total of 12,227,963 passenger miles for the rail- 
ways of the central department. Most of the further re- 
ductions are expected to be brought about by lengthen- 
ing the schedule of transcontinental trains and will there- 
fore be felt locally to a small extent. 


SHIPPING BOARD BUSINESS 


The Traffic World Washington Bureau. 
It is suspected the “walk-out,” as it is being called, of 
the lawyers who vokinteered their services to General 
Goethals, while he was general manager of the United 
States Shipping Board Emergency Fleet Corporation, was 
the result of lack of attention from President Hurley and 
General Manager Capps of that corporation. So far as 
can be learned, the lawyers, chief of whom, so far as the 
public is concerned, was George Rublee, formerly nomin- 
ated, but not confirmed, to be a member of the Federal 
Trade Commission, were not called into consultation by 
either Mr. Hurley or Admiral Capps. There was, there 
fore, nothing for them to do. 


It is deemed of interest, if not of significance, that the 
lawyers timed their departure from the public service with 
the departure of an agent of the Board to visit the lumber § 
mills of the South questing for mills to agree to furnish 
timber for 150 wood ships, these to be in addition to the 
100 for which the members of the Southern Pine Associa 
tion agreed to cut timbers and planking. 


The search that agent is making is the outcome of the 
conference between Admiral Capps and the southern lum 
bermen a few days before the departure of the lawyers 
who. had been advising General Goethals. That confer- 
ence was regarded by many as a vindication of the wooden 
ship program which seemed to be the cause of the split 
between Goethals and Denman and the cause of the hous¢ 
cleaning by the President. 
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The Jawyers who departed, in addition to Mr. Rublee, 
are: Joseph P. Cotton, associated with former Senator John 
C. Spooner; Charles P. Howland and George H. Savage of 
New York and Edward S. Burling of Chicago. All except 
Mr. Savage were serving without pay. 

Efforts were made during the height of the Denman- 
Goethals dispute to start scandal by pointing out that at 
least one of the volunteer lawyers had been associated 
with attorneys who had served the big steel interests and 
therefore should not have been invited to participate in the 
controversy which was supposed to be raging as to whether 
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the government should build steel or wooden ships to be 
used in the game of beating the submarine. 

The fleet corporation, August 11, signed contracts for a 
large number of ships, but Admiral Capps decided it would 
not be advisable to make public the details. The number and 
the amount of money to be spent, however, were provided 
for men interested other than newspaper men. The num- 
ber and amounts were in circulation among those inter- 
ested before the contracts were actually signed, although 
not before being ready for the signatures of the president 
and secretary of the company. 


Shipping Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, Published by West Publishing Co., St. Paul, Minn. 
Copyright, 1917, by West Publishing Co.) 


Unseaworthiness: 

(Circuit Ct. of Appeals, Fifth Circuit.) The temporary 
jamming of the steering gear of a steamship, not due to 
any defect or negligence of the officers or crew, causing 


a collision with another vessel, held not to constitute 
unseaworthiness, which under the charter party rendered 
the ship liable to the charterer for resulting damage to 
the cargo.—The Hispania, 242 Fed. Rep. 265. 


Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1917, by West Publishing Co.) 


CARRIAGE OF GOODS. 
Breach of Contract: 

(Sup. Ct. of Oklahoma.) Where the petition in an 
action for damages alleges the making of an enforceable 
contract, and contains sufficient averments showing a 
breach thereof by the defendant, from which plaintiff 
has sustained a detriment for which the law affords re- 
dress, such petition states a cause of action, and is 
sufficient to withstand a general demurrer.—St. Louis & 
8. F. R. Co. vs. Wm. Bondies & Co., 166 Pac. Rep. 178. 

Where, prior to the amendment of June 18, 1910, of 
the act to regulate commerce, a carrier entered into a 
contract with a shipper to transport certain freight to a 
point beyond the terminus of its own line, over a certain 
designated route, such contract was valid, and an action 
would lie for a breach thereof, resulting in damages to 
the shipper.—Id. 

Where a carrier contracted to transport a shipment of 
corn from D to A over the line of a certain cannecting 
carrier, upon whose line a milling-in-transit privilege was 
allowed at A, and breached its contract, delivering said 
shipment into A over the line of another carrier, thereby 
depriving consignee of the milling-in-transit privilege at 
A upon the line over which it agreed to transport same, 
Said carrier will be liable for all damages proximately 
caused by its failure to deliver over the line designated 
mM its contract.—Id. 


LOSS OF OR INJURY TO GOODS. 
Bill of Lading: 


(Sup. Ct. of Vermont, Caledonia.) A carrier accepting 


goods for interstate shipment is liable for their loss, 
though in violation of Hepburn act June 29, 1906, no re- 
ceipt or bill of lading was issued, and though interstate 
commerce act Feb. 4, 1887, of which the Hepburn act 
is amendatory, by section 10, imposes penalty on the car- 
rier for non-compliance with its requirements.—Dionne 
vs. American Express Co., 101 Atlantic Rep. 209. 


Consignee’s Duty: 

(Ct. of Civil Appeals of Texas, Dallas.) The consignee 
is obliged to accept goods when duly tendered by carrier, 
although damaged in transportation if not rendered totally 
valueless.—Houston & T. C. Ry. Co. vs. Iversen, 196 S. W. 
Rep. 908. 


Evidence: 

(Sup. Ct. of Vermont, Caledonia.) Relative to carrier’s 
liability for loss of goods at station before shipment, evi- 
dence held sufficient to go to jury as to delivery and 
acceptance thereof for shipment as soon as practicable 
in the usual course of business, rather than to await 
future orders.—Dionne vs. American Express Co., 101 
Atlantic Rep. 209. 

On the issue whether or not defendant’s agent accepted 
goods for transportation, though he did not issue a re- 
cepit, exclusion of evidence under defendant’s offer to 
show by him that he never accepted matter for trans- 
portation without issuing a receipt was proper.—lId. 

(Ct. of Civil Appeals of Texas,.Dallas.) Where a car- 
rier had sent an automobile injured in shipment away to 
be repaired, and on return the consignee refused to accept 
it, proof in the consignee’s action for damages should 
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have been limited to value of the machine up to the 
time of its return after being repaired; there being no 
pleading or proof as to carrier’s liability as warehouse- 
man after the return.—Houston & T. C. Ry. Co. vs. Iver- 
sen, 196 S. W. Rep. 908. 


Instructions: 

(Sup. Ct. of Vermont, Caledonia.) Instructing in action 
for loss of goods burned, in which the issue was whether 
defendant accepted them for immediate shipment or re- 
ceived them to await further orders, and in which there was 
no evidence or suggestion that the fire was due to de- 
fendant’s want of care, after stating that its liability as 
carrier was that of an insurer, that if they were held 
that something further might be done, defendant’s liability 
would be that of a warehouseman, which is not liable 
for anything more than the exercise of ordinary care, 
without stating further that a warehouseman is not liable 
for loss by a fire occurring without its fault, did not harm 
defendant.—Dionne vs. American Express Co., 101 Atlan- 
tic Rep. 209. 

Liability: 

(Sup. Ct. of Vermont, Caledonia.) A carrier having 
accepted goods for shipment as soon as practicable in the 
usual course of business, and not to await further orders, 
and having placed them in the station for its own con- 
venience, its liability as carrier for their loss commenced 
at once.—Dionne vs. American Express Co., 101 Atlantic 
Rep. 209. 

(Ct. of Civil Appeals of Texas, Dallas.) Ordinarily a 
carrier’s liability for injury to a shipment will cease when 
the goods are refused by the consignee, although dam- 
aged, unless the carrier has extended its liability by an 
act such as retaining possession and having the goods 
repaired.—196 S. W. Rep. 908. 

Limiting Liability: 

(Sup. Ct., App. Div., First Dept.) A clause in a bill 
of lading issued by a steamship company, that it was 
expressly agreed that the goods were valued at not exceed- 
ing $100 per package, and that, unless a different value 
was expressly declared, the liability of the companies in 
case of total or partial loss should not exceed such 
amount per package, etc., was enforceable, though the 
freight charges were not based on the valuation—Burke 
vs. Union Pac. R. Co., 166 N. Y. Sup. 100. 

Agreement as to value and limiting liability in bill of 
lading covering shipment from Yokohama to New York, 
issued by steamship company, was intended to apply to 
any of the successive carriers, where the bill called for 
transportation of the goods “from Yokohama, via San 
Francisco, to New York,” and it was denominated 
“through bill of lading.”—Id. 

Under the third section of the uniform bill of lading 
on file with the Interstate Commerce Commission, where 
a lower than invoice value of the goods was agreed upon 
by the bill of lading issued by a steamship company cover- 
ing a shipment from Yokohama to New York, a carrier 
by rail, for loss of the goods, was liable only for the 
agreed value; the agreement having been made for the 
benefit of each successive carrier.—Id. 

Notice: 

(Ct. of Appeals of Georgia, Div. No. 1.) The bill of 
lading which evidenced the contract of carriage was 
signed both by the consignor and by the carrier, and 
contained in its face a recital “that every service to be 
performed herein shall be subject to all the conditions, 
whether printed or written, therein contained (including 
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conditions on back hereof) and which are agreed to by 
the shipper and accepted for himself and assigns.” Op 
the back of the contract the following condition appears: 
“Claims for loss, damage, or delay must be made ip 
writing to the carrier at the point of delivery or at the 
point of origin within four months, after delivery of the 
property, or, in case of failure to make delivery, then 
within four months after a reasonable time for delivery 
has elapsed. Unless claims are so made the Carrier shall 
not be liable.’ The undisputed evidence showed that 
the claim for the loss of the goods for which suit was 
brought was not filed with the carrier until after the 
lapse of nearly a year from the date of the shipment, 

The provision in the contract requiring notice to be 
given for claims for damages within a certain time, in 
order to hold the carrier liable, does not amount to an 
attempt to exempt the carrier from liability for negii- 
gence. 

When a shipper signs and accepts from a carrier a bill 
of lading containing a clause stipulating that all claims 
for loss or damage shall be made in writing to the carrier 
at the point of delivery or at the point of origin within 
four months after delivery of the property, or, in case 
of failure to make delivery, then within four months after 
a reasonable time for delivery has lapsed, such a clause 
is not void upon the ground that the carrier thereby 
seeks to limit liability, and does not give as a consid- 
eration therefor, any extra service or special rate or 
other monetary consideration to the shipper, or that it 
is contrary to the public policy of the state. 

The evidence did not show that any claim for damages 
was made, as required by the contract, within four months 
after a reasonable time for delivery had elapsed.—South- 
ern Ry. Co. vs. Simpson, 93 S. E. Rep. 46. 


Ownershin: 

(Ct. of Appeals of Georgia, Div. No. 1.) Where a suit 
against a common carrier is brought by and in the name 
of the consignor for the loss or destruction of goods de- 
livered to the carrier for transportation, under an ordi- 
nary contract of affreightment, not indicating any reser- 
vation of title to such goods in the consignor, it must 
clearly appear, from the allegations in the petition, that 
the title thereto was in the consignor at the time the 
right of action accrued by reason of the loss or destruc: 
tion of the property.—Lowden vs. Merchants’ & Miners’ 
Transp. Co., 93 S. E. Rep. 44. 

After the loss or destruction of the property, and there 
fore after the accrual of the right of action in the person 
in whom the title to the property was then vested, al 
assignment or transfer of all of its rights on account of 


the tort by the consignee to the consignor will not serve; 


to invest the latter with such title to the goods destroyed 
as would authorize the consignor to maintain an action 
in tort therefor.—Id. 


Warehousemen: 

(Sup. Ct. of Alabama.) The consignee of freight if 
allowed a reasonable time to remove the goods after 
arrival, and, until he has had such reasonable opportunity, 
the liability of the road as a carrier continues, but there 
after it is responsible only as warehouseman or keepéel 
for hire.—Louisville & N. R. Co. vs. Hestle, 75 Souther! 
Rep. 885. 

(Ct. of Civil Appeals of Texas, Dallas.) Where 4 °F 
rier had repaired an automobile injured in shipment, and 
the consignee then refused to accept it, the company 
thereafter held it only as warehouseman.—Houston & 
T. C. Ry. Co. vs. Iversen, 196 S. W. Rep. 908. 
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Legal Department 


Conducted by 
CHARLES CONRADIS 
General Counsel, The Traffic Service Bureau 


In this department we answer simple questions relating to the law 
of interstate transportation of freight. Readers desiring special 
service by immediate answer may obtain privately written answers 
to their inquiries by the payment of a small fee, as elsewhere ex- 
plained. Address Legal Department, The Traffic Service Bureau, 
Colorado Building, Washington, D. C. 





Damages Based on Invoice Price 


Minnesota.—Question.— We entered claim against a car- 
rier for shortage of car coal based on the value of the coal 
at the mine on date of shipment; however, the invoice 
was based on a contract made about a year previous to 
the date of shipment and was much less than the value of 
the property to us when it was shipped. They claim that 
the value of the property is the invoice value at time 
and place of shipment. We were compelled to buy coal at 
the advanced rate to use in place of the coal that was 
lost out of the car. Will you kindly advise us through 
your valued department whether or not we can collect 
this claim? 

Answer.—The Interstate Commerce Commission, in con- 
struing the first Cummins Amendment, effective June 2, 
1915, said that it ‘clearly places upon the carrier liability 
for the full actual loss, damage or injury to the property 
transported which is caused by it, and it makes unalwful 
any limitations of that liability, or the amount of recovery 
thereunder, and any receipt, bill of lading, contract, rule, 
regulation, of tariff filed with this Commission, without 
respect to the manner or form in which such limitation 
is sought to be made.” In re Cummins Amendment, 33 
IC. C. 693 (see Traffic World, April 10, 1915, page 791). 
In compliance with this amendment and the Commission’s 
interpretation thereof, the carriers are generally stipulat- 
ing in their bills of lading and tariffs filed with the Com- 
mission that ‘the amount of any loss or damage for which 
any carrier is liable shall be computéd on the basis of 
the actual value of the property at the place‘and time 
of shipment under this bill of lading, including the freight 
charges, if paid; and where the actual value of the prop- 
erty has not been required to be specifically stated by 
the shipper in this bill of lading, such actual value shall be 
arrived at from the bona fide invoice price, if any, to the 
consignee.” In the aforesaid case the Commission said 
that a carrier may be limited to the full value of the prop- 
erty as of the time and place of shipment, without violat- 
ing the Cummins Amendment, since this is merely a 
method for determining the amount of the actual loss, and 
not a limitation of liability as. forbidden by the act. But 


’ if the invoice price to the consignee is not fairly repre- 


Sentative of the real value or if the price of the ship- 
Ment has advanced beyond the price fixed by the invoice 
based on a contract entered into, under which the ship- 
ment has been purchased for future delivery, then such 
Mvoice price does not apply to a shipment made later than 
the contract of sale. See Rule 387, Conference Rulings 
Bulletin ¢. 

In other words, the invoice price governs only when it 
8s fairly representative of the real value of the shipment 
at the particular time and place of shipment. 


Placing Advertisements on Cars 


New Jersey.—Question.— Will you be so kind as to ad- 
Vise me ‘through The Traffic World whether or not it is 
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permissible for shippers to place on freight cars large 
advertising signs? 

Answer.—Rule 13 of the Code of Car Service Rules of 
the American Railway Association provides that “The 
placing of advertisements or placards of any kind by ship- 
pers upon freight cars is prohibited.” Note K to said 
rule provides that no picture or trademark shall be per- 
itiited, ud thai ihe only cards that shall be permitted on 
cars are routing cards, commodity cards on cars when 
loaded with perishable or fragile freight, special cars such 
as required by the Interstate Commerce Commission regu- 
lations for the transportation of explosives and other dan- 
gerous articles by freight and by express, symbols and 
M. C. B. cars, special cars required by the federal or state 
government, and other cars required by the laws of the 
United States and within some of the states. 


Carrier Requiring Its Agent to Pay Undercharges 


Florida.—Question.—I have been directed to write you 
in regard to an opinion as to the legal right of the ac- 
counting department of a railroad company to make an 
agent pay an undercharge on tickets, where the agent 
sells under tariff through error and is unable to make 
collection from the original purchaser of the ticket. Such 
i.ems are usually carried in the agent’s expense account 
for a while, until he has time to make an effort to collect 
these undercharges and then if unable to, accounting de- 
partment will make agent pay them or it means the dis- 
imissal of agent and probable resort by railroad company 
to bonding company for adjustment, treating such as a 
shortage in account. 

For example, will take the following case: “Agent sells 
tickets through a month and a half at a rate of $3.90 be- 
tween two points where the tariff rate is correctly $4.05, 
error due to a misunderstanding of tariff and no part of 
any such discrepancy being received by agent (as differ- 
ence of 15 cents in each case), so that he did not profit 
by the under collection. In this case agent is asked to 
drop the item from his suspense account in sixty days. As 
I understand the matter, an agent cannot be forced to pay 
any part of an undercharge either in freight or passenger 
accounts and | will greatly appreciate your understanding 
in the matter. 

Answer.—Under the Elkins Act, as amended June 29, 
190¢6, a carrier is equally liable with the agent for the 
failure on the part of the latter to charge and collect the 
full published fare, and it is possible that when the prin- 
cipal learns that less than the published fare was collected 
by the agent, and is itself unable to collect the under- 
charges from the purchaser, and further fails to collect the 
same from the agent, so that its records will show that 
the carrier received the full published rate, that it might 
be guilty of a misdemeanor under the act in question or 
guilty of compounding a felony. 


Time Within Which to File Claims Against Express 
Companies 


Pennsylvanna.—Question.—We are of the opinion that 
claims for loss and damages may be filed with the ex- 
press companies at any time within 6 months from date 
of shipment. We have been advised by Wells Fargo: & 
Co. that their claims must be filed within four months. 
Will you kindly advise which is correct, also what ruling 
would apply in this case? 

Answer.—This identical point was made by the represen- 
tative of shippers in re Express Rates, Practices, etc., 43 
I. C. C. 510 (see Traffic World, April 21, 1917, page 860), 
wherein they objected to that provision of the receipt re- 
quiring the presentation of certain classes of claims for 
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loss or damage within four months, urging an extension 
of the period for filing claims from four months to six 
months as fixed by the carriers in-freight bills of lading. 
The Cummins Amendment making it unlawful to fix a 
period for filing claims shorter than four months. The 
Interstate Commerce Commission held that “The four 
months’ provision, in force for a number of years, and 
prior to June 2, 1915, the effective date of the Cummins 
Amendment, was applied to all claims for loss or damage. 
It is not in conflict with the provision of the act and 
evidence of record does not warrant a finding that it is 
or would be unreasonable as applied to shipments by ex- 
press.” Therefore, the Commission declined to grant ship- 
ments-by express and extension of the period for filing 
claims from four months to six months as is fixed by 
carrier’s freight bills of lading. 


Consolidated Car Shipments 


New York.—Question.—Kindly give reference, if any, or 
conference ruling relative to shipment of pool cars to ship- 
pers’ agent for distribution at central points. What we 
desire to have explained is whether we would be within 
our legal right to ship a pool car to an agent of ours in a 
certain city in C. F. A. territory, he in turn turns the bills 
of lading over for the entire car to the local agent for less 
carload shipment from that point. 

Answer.—We are not certain that we comprehend fully 
the precise point involved in the above question, but our 


present understanding of the question is that the point 
has been decided by what is commonly known as the “\ on- 
solidated Car Case,” 14 I. C. C. 437 and 220 United Stites 
235, Interstate Commerce Commission et al. vs. D. |] & 
W. R. R. Co., and is now controlled by Rule 5-B in Official 
Classification. In the foregoing case the court said ‘hat 
the carrier may not, under the Interstate Commerce (om- 
mission Act, make the ownership of goods tendered io it 
for carriage the criterion by which its charge for such 
carriage is to be measured, and upheld the Commission’s 
rule which forbade a carrier from inforcing a rule which 
prohibits the aggregation of shipments of various owners 
for the purpose of carload rating in Official Classification 
territory, and the combination of such shipments by for- 
warding agents for that purpose. 

Rule 5-B Official Classification No. 44 reads, “In order 
to entitle a shipper to the carload rate the quantity of 
freight requisite under the rules to secure such carload 
rates must be delivered at one forwarding station, in one 
working day, by one consignor, consigned to one con- 
signee at destination.” Further, that railroad agents “will 
not recognize orders from consignor or consignee provid- 
ing for distribution of carload shipments among various 
consignees or calling for split deliveries according to 
brands, marks, sizes or other identification of packages, 
nor will railroad agents at delivering points in any way 
act as the representative of the consignor or consignee for 
the distribution of carload shipments.” 


Miscellaneous Traffic Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1917, by West Publishing Co.) 


REGULATION OF COMMON CARRIERS. 
Charges: 

(Sup. Ct. of Oklahoma.) Section 6 of the act to regu- 
late commerce (U. S. Comp. St. 1916, 8569) requires the 
tariffs filed by carriers with the Interstate Commerce 
Commission to show all privileges and facilities granted 
or allowed, and all shippers and carriers are charged 
with notice of the existence thereof.—St. Louis & S. F. 
R. Co. vs. Wm. Bondies & Co., 166 Pac. Rep. 178. 


Enjoining State Orders: 

(Dis. Ct., W. D., Texas, Austin Division.) Where the 
Interstate Commerce Commission prescribed maximum 
rates between Shreveport, La., and points in Texas, pro- 
hibited the charging of rates between such points higher 
than those applied for like distances between points in 
Texas, and ordered the railroad companies to cease ap- 
plying the classification provisions then maintained to 
transportation between points in Texas, and a compli- 
ance therewith by the railroad companies would subject 
them to a multiplicity of suits by the state railroad com- 
mission and by shippers for failure to comply with the 
rates prescribed by the state railroad commission, while 
non-compliance therewith would also subject them to a 
multiplicity of suits, with liability to large penalties, they 
were entitled to a temporary injunction restraining the 


state railroad commission and shippers who were threat- 
ening suit from instituting any suits, pending an action 
for a permanent injunction, based on the failure of the 
railroad companies to comply with the state rates so 
far as in conflict with the rates prescribed by the In- 
terstate Commerce Commission.—Eastern Texas R. Co. 
vs. Railroad Commission of Texas, 242 Fed. Rep. 300. 

An order of the Interstate Commerce Commission pre- 
scribing interstate rates, and incidentally prohibiting in- 
trastate rates thought to be discriminatory, cannot be 
attacked collaterally.—Id. 

Foreign Shipment: 

(Sup. Ct., App. Div., First Dept.) An interstate ship- 
ment, whether originating in this country or abroad, is 
controlled, so far as concerns the portion of the trans- 
portation which is interstate, by interstate commerce 
act Feb. 4, 1887, and the rules, forms of contract and 
classifications established in pursuance of such law; s0 
that a shipment from Yokohama to New York, in respect 
to its transportation by rail from San Francisco, the 
shipper having given no notice that he elected to shiP 
subject to the common-law rules of liability, must be 
deemed to have been made under the filed classifications 
and rates, and under the terms of the uniform bills of 
lading, though no such bill was in fact issued or signed. 
—Burke vs. Union Pac. R. Co., 166 N. Y. Sup. 101 
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Help for Traffic Man 


This department is conducted by a traffic man of long experience 
and wide knowledge. In it he will answer questions relating to 
practical traffic problems. We do not desire to take the place of 
the traffic man. but to help him in his work. We reserve the right 
to refuse to ...swer any questions that we judge it unwise to answer 
or that involve situations that are too complex for the kind of inves- 
tigation contemplated. Questions will be answered as promptly as 
possible. No answers will be given by mail except for a fee, as else- 
where explained. 


Address “Help for Traffic Man,’”’ The Traffic Service Bureau, 
Colorado Building- Washington, D. C. 





Waiver of Undercharges. 


Q.—A shipment originating at some points in Indiana, 
destined to a point in Louisiana, a through rate of 71c 
was applied, which later developed an erroneous rate, and 
the correct class rate of 84c was applied, creating an 
undercharge. Before the undercharge was paid I checked 
a combination of the intermediate local, which made a 
rate of 72c, defeating the through rate of 84c (as per 
administrative rule 56, fourth section of the act). I re- 
quested the delivering carrier to make application of the 
Interstate Commerce Commission for authority to waive 
undercharges to the sum of the intermediate and estab- 
lish a through rate by supplement accordingly. Will you 
please cite a case of this nature where undercharge was 
waived by the I. C. C.? 

A.—On shipments delivered prior to Aug. 1, 1915, there 
were many instances in which the Commission authorized 
carriers to waive undercharges. On May 3, 1915, it 
adopted its conference ruling No. 472, as follows: “On 
and after Aug. 1, 1915, the Commission will not consider 
on the informal docket any application for authority to 
waive collection of undercharges in connection with ship- 
ments delivered subsequent to July 31, 1915.” 

A through rate which exceeds a combination of rates 
over the same route is prima facie unreasonable. There- 
fore, if the lawful charges are paid and the carrier will 
establish a through rate equal to the combination, and 
the claim is presented informally within two years from 
date of delivery of the shipment it would seem that the 
Commission would award reparation. If the carrier is 
unwilling to present the claim for informal adjustment, 
your relief would lie in the filing of a formal complaint 
with the Commission. 


Charges on L. C. L. Shipment Not to Exceed Those at 
C. L. Rate and Minimum Weight. 


Q—A Cincinnati firm shipped to Chicago customer 
22,400 pounds of poultry coops, knocked down flat, classi- 
fied second class in less than carload lots and fifth class 
i carload lots, minimum 24,000 pounds. The second 
rate is 35.4¢ per ewt. and fifth class rate is 15.8c per 
‘wt. (a) On what weight should the charges be assessed 
and why? (b) What are the correct charges? 

A—Rule 11, page 31, of Official Classification, O. C. No. 
IC. ©. 44, provides: “The charge for a consignment 
of freight (shipped at one time by one consignor to one 
‘onsignee and destination) when loaded by shipper (or 
when loaded by carrier in cases where C. L. rates in- 
clude the loading of carload freight by carriers) on or 
i one car will not be greater when computed at actual 
or estimated weight and L. C. L. rate than on basis of 
C. L. rate and minimum carload weight; nor will the 
Charge for a full carload when loaded by shipper (or 
When loaded by carrier in cases where C. L. rates in- 
clude the loading of carload freight by carriers) be greater 
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at C. L. rate and minimum carload weight than on basis 
of L. C. L. rate and actual or estimated weight (see 
note).” 


Note.—If a shipper orders a car for a less than carload con- 
signment of freight that does not fill the car and instructs that 
no other freight be loaded therein while in transit, the ship- 
ment will be transported accordingly and will be charged at the 
carload rate and minimum carload weight. 


Therefore, inasmuch as the charges based on the C. L. 
minimum weight at the C. L. rate of 15.8 cents per 100 
pounds are less than those accruing on basis of actual 
weight of 22,400 pounds at the L. C. L. rate of 35.4 cents 
per 100 pounds, the correct basis of charges is the C. L. 
rate and minimum weight, provided the shipment was 
from one consignor to one consignee on one bill of lading 
and was loaded in one car, and provided further that 
the shipment loaded and unloaded by owner. 


POSSIBILITIES OF WATER TRANS- 
PORTATION 


Editor The Traffic World: 

The New York State Barge Canal will be opened for 
traffic in May, 1918, according to the prediction of the 
authorities engaged in its construction. This is a new 
transportation facility which offers important possibilities. 
It is practically a vublic highway upon which all may 
pass upon their lawful occasions and as soon as the type, 
or types, of boats is determined the service will be avail- 
able. 

Briefly stated, by utilizing natural waterways—lakes, 
streams and rivers—besides building some land lines, the 
state of New York has constructed a system of public 
water highways of inestimable value which will be main- 
tained for all time, which will be improved and developed 
and which show the beginning of a waterway development 
of many hundreds of miles. 

A few facts may help to illustrate. The depth of water 
is twelve feet, permitting the operation of vessels draw- 
ing up to ten feet. The headroom limit is 13 feet. The 
dimensions of locks are 45 feet in width, 311 feet in 
length. ‘The capacity of the canal is stated at ten mililon 
tons during the period of navigation—say, eight months. 
The distance of waterway made available is difficult to 
compute. For instance, the whole length of Lake Cham- 
plain and the Hudson River are made available. There 
are three routes opened up besides cross-country routes 
which the limit of this letter does not permit describing. 
One of these possibilities may serve as a suggestion. 
Navigation reaches Elmira, N. Y., the closest point to the 
coal and iron fields of Pennsylvania. With proper ter- 
minals it would be possible to transport these basic com- 
modities by rail to Elmira, then barge through canal, 
river, and tidal waters to innumerable points lying along 
these waterways. To those of us who have struggled to 
keep the supply of coal and raw materials adequate for 
continuous operation of these industries, who have lived 
under the constant cloud of embargoes, congestions, lack 
of cars and the handicaps incident to these conditions, 
this possibility presents an inviting picture. 

There is a movement on foot in New England to de- 
velop a barge canal system connecting the New York 
system with the Connecticut River and Long Island Sound. 
The immense possibilities of this development stagger 
the imagination. 

There has come to notice recently the progress made 
in the construction of reinforced concrete vessels. The 
average man offers a smile of tolerant incredulity when 
this thought is mentioned. But the facts speak for them- 
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selves. The barge, “Pioneer,” built of reinforced con- 
crete, has been in use on the Welland Canal for several 
years and has had hard usage—two hundred tons of 
broken stone dumped for a twelve-foot trestle into the 
barge was not an unusual performance. Concrete barges 
have been used on Chesapeake Bay carrying sand and 
gravel for a number of years and have shown surprising 
possibilities. 

The limits of this letter do not permit going extensively 
into all the details of these matters and what is recorded 
here is simply to place before the reader a bare outline 
of what recent investigations along these lines have 
yielded. J. D. Hashagen. 

Boston, Mass., Aug. 10, 1917. 


Personal Notes 


F. H. Donahue is appointed general agent of the Mis- 
souri Pacific Railroad Company, passenger and freight 
departments, at Milwaukee, Wis., succeding H. N. Atwood. 

The New York Central Railroad Company and West 
Shore Railroad announces that F. La Bau is appointed 
traffic manager, with headquarters at New York. W. A. 
Newman is appointed freight traffic manager; G. C. Wood- 
ruff is appointed general freight agent; F. O. Stafford is 
appointed manager, New York Central fast freight lines, 
with headquarters at Chicago; Joseph W. Hickson is 
appointed general Canadian freight agent, with headquar- 
ters at Toronto, Ont., in place of William A. Wilson, who 
is retired under the pension system. Mr. Hickson will 
be in charge of Canadian traffic over the New York Cen- 
tral Railroad and West Shore Railroad west of Sharbot 
Lake, Ont., and Kingston, Ont. 


J. C. McCormick is appointed traveling coal freight 
agent of the Baltimore & Ohio Railroad Company, with 
headquarters at Uniontown, Pa., vice Adam Erdman, pro- 
moted. 

G. R. Piper is appointed division freight agent of the 
Atchison, Topeka & Santa Fe Railway at Wichita, Kan., 
vice E. E. Hook, resigned to engage in other business. 
M. C. Burton is appointed general agent, Atchison, Kan., 
vice G. R. Piper. 

The Central of Georgia Railway Company announces 
the following changes in the New York organization: 
W. C. Bates, having accepted service with the Textile 
Alliance, Inc., an organization co-operating with the De- 
partment of Commerce in supervising exports and im- 
ports during the war, the position of eastern traffic agent 
is temporarily abolished. B. H. DaCosta is appointed 
commercial agent. 

The Chicago & Alton Railroad Company announces that 
E. L. Dalton, having resigned to accept service with an- 
other company, the position of general agent, freight de- 
partment, Chicago, is abolished. J. F. Vosburgh, assistant 
general freight agent, Chicago, will have charge of so- 
licitation in Chicago and Chicago territory. 

The Georgia Coast & Piedmont Railroad Company an- 
nounces that D. C. Smith is appointed manager for the 
receivers, with headquarters at Brunswick, Ga., vice A. 
doSola Mendes. M. Walsh, having resigned the office of 
traffic manager, this office is abolished. 

Announcement is made from Montreal of the appoint- 
ment of W. P. Hinton, who has been traffic manager of 
the Grand Trunk Pacific Railway, with headquarters at 
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Winnipeg, as vice-president and general manager of the 
Grand Trunk Pacific Railway and the Grand Trunk Pacific 
Coast Steamship Company, succeeding Horley Donaldson, 
who has retired because of ill health. 

B. F. Moffatt, assistant general freight agent of the 
Minneapolis & St. Louis, has been appointed assistant 
freight traffic manager, with headquarters at Minneapolis, 
and W. M. Hardin, assistant general freight agent, has 
been promoted to general freight agent. 

Wallace Smith has been appointed commercial agent 
of the Ocilla Southern, with office at Ocilla, Ga. 


E. B. Leavitt has been appointed industrial agent of the 
Southern Pacific, with headquarters at San Francisco. 

G. G. Early, assistant to the president of the Pittsburgh 
& West Virginia at Pittsburgh, has been appointed gen- 
eral freight and passenger agent, with office at Pittsburgh, 
vice S. P. Woodside. 

J. W. Hunter, general freight agent of the Southern 
Railway at Atlanta, has been appointed general freight 
agent, with office at Charlotte, N. C., succeeding Walter 
Shipley, who has entered the service of the American 
Railway Association. 

I. K. Dye, traffic manager of the Coal & Coke Railway 
at Elkins, W. Va., having resigned to engage in other 
business, W. Trapnell, superintendent, is now in charge 
of the traffic and industrial development department, with 
office at Elkins, W. Va., and W. E. Leith has been ap- 
pointed acting general freight and passenger agent, with 
office at Elkins. 

George T. Atkins, Jr., secretary and traffic manager of 
the Shreveport Chamber of Commerce, has been made 
assistant to the president. L. F. Daspit becomes traffic 
manager and George W. Thomas secretary. Mr. Daspit 
has been assistant to Mr. Atkins in the traffic department 
since the first of this year. Before that he was connected 
with the traffic department of the Southern Pacific at New 
Orleans, having held the position of chief rate clerk for 
about five years before going to Shreveport. 


DOINGS OF THE TRAFFIC CLUBS 


The Traffic Club of Dayton, O., held its third annual 
outing Thursday, August 9, at the Dayton Community 
Club and the Hills and Dales Club. Results in the golf 
tournament were as follows:C. K. Landes, general agent, 
Soo Line, Cincinnati, first; K. A. Moore, commercial 
agent, New York Central Lines, Cincinnati, second; C. C. 
Woodworth, general agent, Southern Railway, Columbus, 
third. The baseball game—shippers vs. carriers—resulted 
in an eight-inning draw. In the field events the railroad 
representatives excelled the shippers’ representatives and 
the majority of the prizes were awarded to the railroad 
boys. Dinner was served at the Hills and Dales Club iD 
the evening and dancing was enjoyed till a late hour. 
There were many out-of-town guests. 


The Traffic Club of Pittsburgh will have an outilé 
Monday, August 20, at Idlewild Park, near Ligonier. 4 
special train will carry the members, their families and 
guests. Luncheon and dinner will be served. Charles 
E. Barnhart, chairman of the entertainment committeé, 
has the affair in charge. 


The annual outing and dinner of the Traffic Club of 
St. Louis was held August 9 at the Bellerive Country 
Club. Golf, tennis and other sports occupied the day 
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and there was a big dinner in the evening. The speak- 
ers were Patrick F. Cook, associate editor of the St. 
Louis Lumberman; Major August Poland, a former mem- 
per of the Club; and Sidney J. Roy, secretary of the 
Mississippi Valey Waterways Association. 


RAILWAY REVENUES 


The Trafic World Washinyton Bureau. 

A summary of the results of operation covering 175 
reporting railroads with a mileage of 232,496, and leaving 
only 11 roads not reported, given out by the Commission 
August 15, shows a continuance of the favorable condi- 
tions in June indicated by every other summary for that 
month. 

For the country as a whole the operating revenue ad- 
yanced from $288,535,656 to $336,836,108; expenses from 
$188,633,896 to $226,514,867, and net from $99,901,760 to 
$110,321,241, or from $448 to $493 per mile. 

In the eastern district the revenue increased from $130,- 
860,756 to $149,754,722; expenses from $86,837,329 to $106,- 
294,960, and net from $44,023,427 to $44,459,762, or from 
$798 to $807 per mile. 

In the southern district the revenue mounted from $40,- 
987,426 to $49,286,692; expenses from $26,718,712 to $34,- 
009,996, and net from $14,268,714 to $15,276,696, or from 
$335 to $357 per mile. 

In the western district the revenue jumped from $116,- 
687,474 to $137,794,694; expenses from $75,077,855 to $87,- 
209,911, and net from $41,609,619 to $50,584,783, or from 
$332 to $403 per mile. 

For the six months ended with June for the country as 
a whole the revenue advanced from $1,633,630,656 to $1,- 
$30,125,043; exenses from $1,103,268,241 to $1,301,891,570, 
and the net fell from $530,362,415 to $528,233,273, or from 
$2,369 to $2,363 per mile. 

In the eastern district the revenue advanced from $734,- 
446,831 to $799,761,001; expenses from $503,715,416 to 
$602,130,977, and the net declined from $230,731,415 to 
$197,630,024, or from $4,185 to $3,585 per mile. 

In the southern district the revenue increased from 
$252,533,322 to $287,161,477; expenses from $165,806,670 to 
$194,833,759, and net from $86,726,652 to $92,277,718, or 
from $2,039 to $2,159. 

In the western district the revenue advanced from $646,- 
650,503 to $743,202,565; expenses from $433,746,155 to 
$504,875,834, and net from $212,904,348 to $238,325,731, or 
from $1,688 to $1,696. 


INFORMAL CONFERENCE 


The Trafic World Washington Bureau. 

The Commission has decided to cancel the informal con- 
ference in Docket 7761, Traffic Bureau of the Toledo Com- 
merce Club vs. C., H. & D. Ry. Co. et al., at Washington, 
at 10 a. m., August 22, and reassign the conference for 
August 21 at the same place and hour. 

There is a good prospect for peace in this matter on 
the basis of a proportional scale of forty-one cents, in- 
stead of the proportional scale of thirty-five cents, which 
the Toledo lines are opposed to applying to that point 
on traffic from that point to the southeast, to meet the 
Scale from Chicago, said to be maintained, if not forced 
ito effect, by the action of the Illinois Central. It was 
that thirty-five-cent scale, in which lines serving Toledo 
Participated, but did not give to Toledo, that precipitated 
that complaint and caused the order of the Commission 
requiring the removal of discrimination. 
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The peace basis will cause an increase in rates from 
Chicago and related territory but a reduction from Toledo 
and the southern peninsula of Michigan. 


THE NEW PRIORITY LAW 


(Continued from page 350) 


other words, car shortage was the largest single 
factor. The other large factors were labor disturb- 
ances and shortage, 5.2 per cent, and mine disability, 
4.2 per cent. Each of the two latter factors was 
larger the week ended July 28 than for the preced- 
ing seven days. The car shortage factor, however, 
was smaller, having decreased from 16.6 to 16.5 
per cent. In view of the few facts set forth and in 
view of the fact that there are fewer cars than there 
were two years ago, it would seem that the sugges- 
tion that the Commission is the most competent 
body to judge which industries can be made to suf- 
fer with the least loss to the public interest is not 
too strong to make and to keep on repeating on all 
possible occasions. 

















Lake Cruises for Vacation 


The Magnificent Steel Steamship “Minnesota” to SSO Minding Me Meals 
BUFFALO (NIAGARA FALLS) and RETURN 
en days’ cruise via Charlevoix, Harbor Springs and _historio oe 
Island, stopping at Detroit and viewing both ways by ae the beautiful 
scenery of the Detroit River and St. Clair Flats, stopping at all points of 
interest. Eight-hour stop at Buffalo allows plenty of time to see Niagara 
One way $30, including meals and berth. During season leaves Chi- 
ys at 1:30 p. m. s 
The Elegant Steel Steamship ‘‘Missourl’’ to 29% Including Meals 
SAULT STE. MARIE and RETURN and Berth 
Five days’ cruise via Charlevoix, Petoskey, Harbor Springs and Mackinac 
Island—; the ‘‘Soo”’ ver by day! & portion of 
Georgian Bay and the scenic Grand Traverse stopping at “ul points of 
interest. One way $15, ens meals and berth. During season leaves 
Chicago Mondays at 4:00 p. 
S. S. ‘Missouri’ also auies a special trip each week to Onekama, Frank- 
. fort, Glen Haven and Glen Arbor, leaving Chicago Saturdays at 4:00 p. m. 
For illustrated folder and book of tours address 


Northern Michigan Transportation Co. 


J. C. CONLEY, Gen. Pass. Agt., New Municipal Pier, Chicago, Dil. 
Ticket Office, 138 South Clark Street. Phone Superior 7800 


WE LEASE TANK CARS 
ALL STEEL MODERN EQUIPMENT 


set DESPATCH LINE 


2500 S. Robey St., Chicago, ill. 


Do Business by Mail 


"s profitable, wit* accurate lists of pects. a 
ae. vital information >-- ~ Mail Advertising, Stee Also prices and 


quantity on 6,000 national lists, 99% guaranteed. Such as: 


Write for this valuable reference bcsk. Also prices and 
samples of Fac-simile Letters. 


Have us write or revise your Sales Letters. 
Ro ould, 1621 P Olive Street, St. Louis. 


Ross-Gould 


Mailing 
Sr _S$t.Louis 
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TRAFFIC CLUBS 


(The following list of traffic clubs will be published from time 
to time. We ask that readers notify us of any errors or of 
any changes or additions of which they have knowledge.) 


Akron Traffic Association. E. L. Tragesser, Pres.; T. E. 
Barry, Secy. 

Baltimore Traffic Club. H. M. Foster, Pres.; C. C. Kailer, 
Hill, Pres.; J. W. Bryan, Secy. 

Boston, Mass.—The Association of Railway and Steam- 
boat Agents of Boston. O. M. Chandler, Pres.; W. M. Ma- 
comber, Secy.-Treas. 

Brooklyn Traffic Club. 
Schleicher, Secy. 

Buffalo Transportation Club. 
Henry Adema, Secy. 

Chicago Traffic Club. C. B. Hopper, Pres.; C. B. Signer, 
Secy. 

Chicago Transportation Association. 
Pres.; T. P. Hinchcliffe, Secy. 

Cincinnati.—Traffic Club of the Chamber of Commerce. 
H. M. Freer, chairman; E. H. Smith, Secy. 

Cleveland Traffic Club. C. F. Wood, Pres.; B. A. Ham- 
ilton, Seoy. 

Columbus, Ohio.—Traffic club of the Columbus Chamber 
of Commerce. J. E. Harris, Pres.; J. G. Young, Secy. 

Dallas Traffic Club. M. G. Scovell, Pres.; C. E. Hinds, 
Secy. 

Dayton Traffic Club. J. W. Cobey, Pres.; W. E. Boyer, 
Secy. 

Denver Commercial Traffic Club. 
A. S. Fogg, Secy. 

Detreit Transportation Club. J. S. Kellie, Pres.; G. A. 
Walker, Secy. 

Erie Traffic Club. M. M. Davis, Pres.; M. W. Eismann, 
Secy. 

Flint (Mich.).—Traffic Club of the Flint Board of Com- 
W. H. McCloud, Pres.; Ned Vermilya, Secy. 

E. C. Price, Pres.; 


P. L. Gerhardt, Pres.; C. A. 


D. B. Fleming, Pres.; 


W. C. Siegrist, 


R. Flickinger, Pres.; 


merce. 

Fort Worth Transportation Club. 
E. E. Wyatt, Secy. 

Freeport, Ill—Greater Freeport Traffic Club. 
Jenner, Pres.; F. F. Pepperdine, Secy. 

Grand Rapids Traffic Club. H. L. Hudson, Pres.; A. T. 
Kroon, Secy. 

Houston Traffic Club. 
fingwell, Secy. 

Indianapolis Transportation Club. J. L. Keach, Pres.; 
L. E. Stone, Secy. 

Jackson (Mich.) Traffic Club of the Jackson Chamber 
of Commerce. H. H. Chandler, Pres.; J. R. Gibbs, Secy. 

Jacksonville Traffic Club. J. A. Von Dohlen, Pres.; 
J. B. Lee, Secy.-Treas. 

Jamestown, N. Y.—Traffic Club of the Jamestown Board 
of Commerce. P. H. Garrity, Pres.; J. H. Dasher, Secy. 

Kansas City Traffic Club. James S. Adsit, Pres.; Alfred 
A. Wild, Secy. 

Los Angeles Traffic Association. 
H. C. Smith, Secy. 

Louisville Transportation Club. 
W. T. Vandenburgh, Secy. 

Memphis Traffic and Transportation Club. V. D. Fort, 
Pres.; J. C. Ryan, Secy.-Treas. 

. Milwaukee Traffic Club. A. M. Patriarche, Pres.; F. T. 
Fultz, Secy. 

Minneapolis Traffic Club. S. R. Mather, Pres.; W. W. 
Gibson, Secy. 

Newark Traffic Club. L. E. Campbell, Pres.; Roy S. 
Busby, Secy. 


W. H. 


H. M. Mayo, Pres.; F. A. Lef- 


E. L. Lewis, Pres.; 


G. C. Devol, Pres.; 
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New England Traffic Club, Boston. C. W. Robie, Pres; 
C. A. Anderson, Secy. 

New York Traffic Club, T. N. Jarvis, 
Swope, Secy. 

Norfolk Traffic Club. R. S. Gale, Pres.; Hege Terrell, 
Sec’y-Treas. 

Omaha Traffic Club. B. J. Drummond, Pres.; John P, 
Byrne, Secy. 

Peoria Transportation Club. 
Gillig, Secy. 

Philadelphia Traffic Club. H. G. Sickel, Pres.; W. H. 
Montgomery, Secy. 

Pittsburgh Traffic Club. Charles McNicholl, Pres.; A. H, 
Orr, Secy. 

Portland Transportation Club. 
W. O. Roberts, Secy. 

Providence, R. I.—Traffic Club of the Providence Cham- 
ber of Commerce. E. E. Salisbury, Chairman; FE. ¢. 
Southwick, Secy. 

Rockford Traffic Club. J. H. Miller, Pres.; L. E. Golden, 
Secy. 

Salt Lake City Transportation Club. 
Pres.; R. E. Rowland, Secy. 

San Francisco Transportation Club. A. H. Dougall, Jr. 
Pres.; F. Birdsall, Secy. 

Seattle Transportation Club. F. R. Hanlon, Pres.; F. C. 
Nessly, Secy.-Treas. 

South Bend Traffic Club. J. P. Stahr, Pres.; J. L. Kit- 
tinger, Secy.-Treas. 

Spokane Transportation. Club.  V. 
R. W. Franklin, Secy. : 

St. Joseph Traffic Club. R. A. Ferguson, Pres.; T. J. 
Slattery, Secy. 

St. Louis Traffic Club. 
Crilly, Secy. 

Toledo Transportation Club. H. E. Thatcher, 
Harry S. Fox, Secy. 

Topeka Traffic Association. 
uel E. Lux, Secy.-Treas. 

Washington Traffic Club. 
B. Peckham, Secy. 


Pres.; C. A, 


T. A. Grier, Pres.; C. H. 


W. C. Wilkes, Pres.; 


A. R. MeNitt, 


G. Shinkle, Pres.; 


T. C. Whitmarsh, Pres.; W. S. 
Pres.; 
J. F. Haskell, Pres.; Sam- 


J. C. Williamson, Pres.; W. 


AGENTS ISSUING TARIFFS 


The following list of names and addresses of agents issuing 
freight tariffs has been compiled from the records of the Inter- 
state Commerce Commission and will be published from time 


to time with such corrections as may be necessary. We ask 
subscribers to notify us of any errors in this list or any 
changes that may occur of which they have knowledge. There 
are perhaps fifty more such agents on the Commission’s records, 
but they have filed no tariffs recently. 


Allan, W. P., Pacific-Northwest Demurrage Bureau, Seat- 
tle, Wash. 

Allen, S. A., Cent. States Desp. Continental Line Cincin- 
nati, O. 

Anderson, Frank, Memphis Tariff Committee, Memphis, 
Tenn. 

Arnold, H. E., Rutland-Mich. Central Line, Boston, Mass. 

Barber,- F. A., Wabash & Lackawanna Dispatch, St. 
Louis, Mo. 

Barr, F. J., Indianapolis Frt. Committee, Indianapolis, Ind. 

Beck, T. Clem. Lake Shore-L. V. Route, etc., New York, 
NM. ¥. 

Behrman, M., New Orleans Public Belt R. R. Co., NeW 
Orleans, La. 

Bell, C. E., Virginia Classification, Atlanta, Ga. 

Bode, C. E., Ill. Traction Co., Springfield, Ill. 

Boyd, E. B., Western Trunk Line Committee, Chicaco, III. 

Boyd, E. B., Illinois Frt. Com., Chicago, III. 
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POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DE- 
AND and THE TRAFFIC WORLD is the logical. medium for 
getting the men and the positions in touch with one another. 
ne rates for classified advertisements are as follows: Five 
cents per word first insertion, three cents per word second in- 
sertion and two cents per word for each additional insertion, 
payable in advance. Answers to keyed advertisements for- 
warded free and all correspondence held in strict confidence. 
THE TRAFFIC WORLD, 418 South Market Street, Chicago, III. 


WANTED—Position as traffic manager, by married man, 31 
years of age. Twelve years’ experience and thoroughly famil- 
iar with all traffic matters. G. B. P., 29, Traffic World, Chi- 
cago, Ill. 


THE ASSISTANT TO CHIEF of Tariff Bureau of a large 
railroad is open for engagement, either with an industrial 
concern or some other railroad. Has a thorough knowledge 
of all phases of traffic work, i. e., rates, tariffs, claims, Inter- 
state Commerce matters, service, etc., acquired through twelve 
years’ experience. Age 29. Married. R. N. B. 18, The Traffic 
World, Chicago, tll. 








BR = 





WANTED—Position by competent, 
MAN, 33 years of age, and married. 
and have specialized in transportation. Eleven years’ railroad 
and industrial experience. Thoroughly proficient in rates, rout- 
ing, claim adjustments and I. C, C. rulings. Now employed by 
railroad in capacity of supervising agent. Will accept any 
favorable railroad or industrial offer that promises opportunity 
in larger field. Address R. E. D. 88, care The Traffic World, 
Chicago. 


TRAFFIC EXPERT wants connection with large mer- 
cantile industry; 16 years’ experience; reliable and com- 
petent. References. Minimum salary $3,600. W. C. P., 
81 The Traffic World, Chicago. 


TRAFFIC MANAGER, now employed, desires change. 
Twenty years’ experience in all phases of commercial 
trafic work. Thoroughly competent. Gilt-edged refer- 
ences. K. P. R., 41, The Traffic World, Chicago. 


WANTED—Position, by an energetic, successful Traffic Man- 
ager, desiring to enlarge his opportunities, married. 
Twelve years’ experience in traffic departments of railroads and 


HELP WIN 


progressive TRAFFIC 
Have college education 








THE TRAFFIC WORLD 


BY USING 


Performance Record Forms 


These forms proposed by the Railway Business Association and already 
recommended by trade organizations having a membership of 20,000, will 






395 


commercial firms. 
claims and Interstate Commerce rules and regulations. Can 


Thoroughly understand rates, routings, 


furnish Al references. Will locate anywhere. Answer K. P. 49, 


TRAFFIC ORGANIZATIONS 


THE NATIONAL INDUSTRIAL TRAFFIC LEAGUE—Object: 
The object ef this league is to interchange ideas concerning 
traffic matters, to co-operate with the Interstate Commerce 
Commission, state railroad commissions and transportation 
companies in promoting and securing better understanding by 
the public and the state and national governments of the needs 
of the traffic world; to secure proper legislation where deemed 
necessary, and the modification of present laws where consid- 
ered harmful to the free interchange of commerce: with the 
view to advance fair dealing and to promote, conserve and pro- 
tect the commercial and transportation interests. 


Headquarters—Tacoma Bldg., 5 North La Salle St., Chicago. 
G. ML Breer ..c.0s0 piainiehane amiareen aac acatean acileiistaeia meine ald President 


Manager Traffic Department, Cincinnati Chamber of Cum- 
merce and Merchants’ Exchange. 


W. H. Chandler ........ sak esi lace eaten ine sicdseapalahot Vice-President 
Manager Transportation Department, Boston Chamber of 
Commerce. 
Ca Te TN sais boesnee:. cd scs er onmeeonnn Secretary-Treasurer 
T. M. Crane Company, 836 South Michigan Avenue, Chi- 
cago, II). 
SF re ee ee ee ee .....-Assistant Secretary 


5 North La Salle Street. Chicago, II. 


MANUFACTURERS’ ASSOCIATION, in Charge of Traffic of 
industries Located at Sterling and Rock Falls, Ill. 


iD... 2 SE «< Gausc sone wa nsus geikk eee beeen sekiat President 
RE ny ey ae eee Ee Vice-President 
We, i EE (2 d.c.cics ap'cewedinawwn oes coeneaecd Secretary-Treasurer 
Wy Be ED 6660665. 5.60 0k bP bib oe wen aéeceddenaeen Traffic h:anager 


AH correspondence relative to movement of traffic to or from 
Sterling and Rock Falls, Ill., should be addressed to the Traffic 
Manager, General Offices. Lawrence Building. Sterling. Tl 


WANTED TO LEASE 


For a period of six months or one year, one hundred or 
more standard-gauge hopper or gondola cars, steel or 
wood construction, forty to fifty tons’ capacity, for inter- 
state coal service. Furnish full specifications, location for 
inspection, etc. Whitaker-Glessner Co., Portsmouth Works, 
Portsmouth, Ohio. 


THE WAR 






enable you to know from month to month just what is being done by 
your shipping department in the matter of the inbound and outbound 


loading and detention of cars. 


The general use of these forms will tend to conserve the car supply, 
decrease demurrage and speed up the movement of freight generally. 


We have these approved forms for sale—and there are two kinds, inbound 


50 of each or 100 of either, $1 


100 6é ‘é 
500 ‘ec 6é 


66 200 66 
oe 1000 66 


and outbound—at the following schedule of prices: 


THE TRAFFIC SERVICE BUREAU 





.00 delivered 
ae 1 90 [zi 
66 6.00 66 


418 South Market Street 
CHICAGO 
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Boyd, E. B., Gulf Foreign Frt. Com., Chicago, Il. 

Braun, A. C., Switching Trf. at Dayton, O., Dayton, O. 

).roaddus, Andrew, Cumberland Gap UVespatch, Louisville, 
Ky. 

Bruce, W. P., Nashville Terminal Tariff, Nashville, Tenn. 

Bullen, C. W., S. E. Miss. Valley Trf., New York, N. Y. 

Cameron, Wm., St. Louis-Cincinnati-Louisville Frt. Com., 
St. Louis, Mo. 

Cameron, Wm., St. Louis Eastbound Frt. Com., St. Louis, 


Mo. 

Chalenor, L. E., Southeastern Freight Association, At- 
lanta, Ga. 

Childers, C. E. E., Pittsburgh Frt. Committee, Pittsburgh, 
Pa. : 


Christian, J. R., Maiiory « Sou. Pac. Co.’s Atlantic S. S. 
Line, Houston, Tex. 

Collyer, R. N., Official Classification Com., New York, N. Y. 

Conard, G. P., Car Capacities and Dimensions Tariff (The 
Official Railway Equipment Register), New York, N. Y. 

Cottrell, J. J., Va. Lines’ Trf. Bureau, Richmond, V1. 

Countiss, R. H., Transcontinental Frt. Bureau, Chicago, Il 

Crow, W. R., Erie Despatch, Chicago, Ill. 

Davis, C. McD., Florida Orange-Pineapple Tariff, Wilming- 
ton, N. C. 

Davis, F. V., Ohio coal roads, Columbus, O. 

Denyven, J. M., Mobile Import Tariff, St. Louis, Mo. 

Duke, Nat, Lake Shore-Lackawanna Line, New York, N. Y. 

Duke, Nat., Mich. Cent.-Lackawanna I. F. Line, New York, 


M..-¥. 

luke, Nat., Pere Marquette-Lacakawanna F. F. Line, New 
York, K.. ¥. 

Tuival, J. BE. Canadian Car Service Bureau, Montreal, Que. 


Eaton, G. H., A. F. T. M., Boston & Maine R. R., Boston, 
Mass., Canadian Pacific Dispatch, westbound. 

E.aerson, W. P., New Orleans Tariff Com., New Orleans, 
La. 

Fay, Chas. S., Morgan’s La. and Tex. R. R. and S. S. Co., 
New Orleans, La. 

Fonca, A. C., Texas Tariff Bureau, Austin, Tex. 

Fulton, C. E., Chicago & Ohio River Com., Chicago, IIl. 

Fyfe, R. C., Western Classification Com., Chicago, Ill. 

Gilbert, A. P., Richmond, Va., Switching Directory, Rich- 
mond, Va. 

Gomph, I. W., Pacific Freight Tariff Bureau, San Fran- 
cisco, Cal. 

Graham, H. J., Lackawanna Line, Chicago, III. 

Griffin, C. H., Colo.-Utah Frt. Bureau, Salt Lake City, Utah. 

Griffin, C. H., Intermountain Demurrage Bureau, Salt Lake 
City, Utah. 

Griffin, C. H., Local Utah Frt. 
Utah. 

Guthrie, C. B., Official Frt. Trf. Directory, 
BC. 

Hall, A. D., Southern Freight Association, St. Louis, Mo 

Hardin, F. M., S. E. Demurrage Bureau. Atlanta. Ga. 

Howe, Carl, New York Central F. F. Lines, Chicago, Ill 

Hunter, J. A., Zanesville Switching Tariff, Zanesville, O. 

Kinney, F. P., A. G. F. A., N. Y., N. H. & H., New Haven, 
Conn., Canadian Pacific Despatch, westbound. 

Leland, F. A., Southwestern Tariff Committee, St. Louis, 
Mo. 

Lewis, Thornton, Kanawha Despatch, Cincinnati, O. 

Loomis, J. C., Louisville Car Service Assn., Louisville, Ky. 

Loomis, J. C., Chi-Ind. & Louisville Demurrage and Stor- 
age Rules, Louisville, Ky. 

Lowry, L. A., Chicago Switching Committee, Chicago. III. 

McCain, C. C., Trunk Line Association, New York, N. Y. 


Bureau, Salt Lake City, 


Washington, 
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Merki, George, Joint Rate Inspection Bureau, Chicago, jj), 

Moore, R. C., Merchants and Miners Transportation Line, 
Baltimore, Md. 

Morris, Eugene, Central Freight Association, Chicago, [I] 

Morris, Ira W., Columbus Switching Tariff, Columbus, 0. 


Mote, E. E., Pacific Car Demurrage Bureau, San }*ran- 
cisco, Cal. 
Neereamer, A. L., Central Electric Traffic Assn., Indi. 


anapolis, Ind. 

Peters, L. S. agent for individual lines, Boston, Mass. 

Pierce, C. J.; National Desp.-Great Eastern Line, Boston, 
Mass. 

Pierce, R. S., Cincinnati Switching Com., Cincinnati, (0 

Pontius, F. A., Chicago Demurrage Bureau, Chicago, II]. 

Powe, W. R., Southern Classification, Atlanta, Ga. 

Ransom, G. C., Canadian Classification, Montreal, Que. 

Sedgeman, W. J., Seaboard-Colo.-Utah Com., New York. 
. Y. 

Sedgeman, W. J., Seaboard Texas Com., New York, N. Y. 

Shallenberger, F. E., Star Union Line, Pittsburgh, Pa. 

Smith, G. A., Peoria-Pekin Switching Tariff, Peoria, Ill. 

Snow, Lucien, C. T. B., Maine Central R. R., Portland, Me. 
Canadian Pacific Despatch, westbound. 

Souders, L. M., Empire Line, Chicago, Ill. 

Sterling, G. W., F. T. M., Eastern S. S. Corp., New York 
City, Canadian Pacific Despatch, westbound. 

Stewart, J. B., Ontario Central Desp. F. F. Lines, New 
York, N. Y. 

Story, S. A., Diamond Desp. & L. V. Transp. Co., Buffalo, 


a ¥ 
Vaughan, R. H., Blue Ridge Despatch, Cincinnati, 0. 
ville, Ky. 


Washburn, M. P., S. E. Mississippi V. Frt. Assn., Louis- 

Waters, T. J., Cent. States Desp.-Continental Line, Cin 
cinnati, O. 

Willcox, E. T., agent, A. C. L. and S. A. L., Norfolk, Va 


COMMISSION ORDERS 


At the request of complainants the Commission has 
dismissed case Nos. 8834, the Kettle River Company vs. 
Mo. Pac. et al., and 9647, Buhler Mill & Elevator Company 
Vs. St. L.-S. F. et al. 





Petition of complainants in case 8118, Inman-Poulsen 
Lumber Company et al. vs. Sou. Pac. et al., to amend 
complaint in this proceeding by the addition of the Spo 
kane, P. & S. as a party defendant and by the addition 
of request for reparation, has been granted by the Com 
mission. 





The Commission has awarded reparation to complail 
ants in case Nos. 6126, E. P. Ladd & Co. vs. Gould S. W. 
and St. L., I. M. & Sou. in the sum of $4,667.41; 7621, 
Rowe Manufacturing Co. vs. C., B. & Q. et al., in the sum 
of $459.10; 8424, Hallack & Howard Lbr. Co. vs. D. & 
R. G. et al., in the sum of $80.50; and 8122, F. J. Lewis 
Mfg. Co. vs. C., B. & Q. et al., in the sum of $796.85. 





In case 8356, Champion Fibre Co. vs. Sou. Ry., the Com 
mission has awarded reparation to complainant in the 
sum of $1,254.83. 





The Commission has reopened for further hearing casé 
7591, Southern Rice Growers’ Association et al. vs. Tex 
& New Orleans et al. 





Ekenberg & Co. have been allowed to intervene in case 
9618, Merrell-Soule Company vs. B. & O. et al. 
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Everett, Mass., July 18, 1917 
GENERAL VEHICLE CoO., Inc. 
Bo 


ston, Mass. = 
Gentlemen: We want to say that we are , y 
very much pleased with the results of our 
i"ran- Electric truck. You, no doubt, will be glaa 
to know that we are running this truck 
twenty-four (24) hours a day and easily mak- 
indi- ing nine (9) trips which is in the neighbor- 
hood of ninety-nine (99) miles. 
Thanking you for the consideration shown 
aff us in the handling of this proposition, we are 
LSS. Yours respectfully, 
Oston, EVERETT DISTILLING COMPANY 
(Signed A. J. Mahoney, Pres.) 


iti, 0 
>0, Ill. 


v York 

5, New 

suffalo, 

0. 

Louis- 

e, Cin- a 

Ik, Va —— a Te : gli 2s 

Miles P 

.uwf| 99 Mules Per Day For a 5-Ton 

any Vs. 

ympany 

Poulsen (5. * | iL EC | RIC 

amend 

pee Eleven miles round trip—nine trips every ask yourself why any firm doing city hauling 

. Cm 24 hours. What a grind even for a G. V. should buy gas trucks, and pay a premium 
Electric! notonly for fuel but for depreciation, repairs, 

mplait- The tank holds 1000 gallons of molasses. and days out of service when G.V. Electrics, 

1S. W. The driver and his relief are ex-teamsters. 5000 strong, have demonstrated absolutely 


; 7621, The route from pier to distillery involves their superiority for 80% of all average city 
street congestion of the worst kind. It is hauling. 
a route over which good gas trucks felt down! The G.V. Electric is a war-time necessity. 


Read Mr. Mahoney’s letter above. Then Write today for data on our complete line. 


GENERAL VEHICLE COMPANY, INC. 


eal General Office and Factory: Long Island City, N. Y. 
Se New York Chicago Boston Philadelphia 


Six models: 1,000 to 10,000 pounds capacity Dealers in unoccupied territory are invited to correspond 
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| Docket of the Commission 


Note.—items in the Docket marked with an asterisk (*) are 
sow, having been added since the last issue of The Traffic 
Werid. Cancellations and postponements announced too late te 
show the change in this Docket will be noted elsewhere. 


September 4—Sioux City, Ia.—Examiner Marshall: 
101—Traffic Bureau of Sioux City Commercial Club vs. 
American Express Co. et al. 
1. & S. 1099—Lumber to Sioux City, Ia. 


September 4—Huntington, W. Va.—Examiner Fleming: 
733—The West Virginia Rail Co. vs. Illinois Central R. R. 
Co. et al.—also the following fourth sections involving rates 
on new iron and steel rails from Huntington; 2045—Ill. Cen- 
tral R. R. Co.; 4966—C. & O. Ry. Co.; 1952—L. & N. R. R. 
Co.; 1065—Louisville, Henderson & St. Louis Ry. Co. 
9682—The eee Virginia Rail Co. vs. Baltimore & Ohio R. R. 
Co. et al. 
September 4—Richmond, Va.—Examiner McCawley: 
9537—Mayo Milling Co., Inc., vs. The C. & C. Ry. Co. et al. 
September 4—Philadelphia, Pa.—Examiner Watkins: 
9583—Lehigh Portland Cement Co. vs. The Akron, Canton & 
Youngstown Ry. Co. et al.—also fourth section applications 
involving rates on the transportation of portland cement 
from New Castle, Pa., to points in Ohio: 2060—Filed by 
J. F. Tucker, agent; 1563, 1572—Baltimore & Ohio R. R. 
Co.: 1787—Erie R. R. Co.; 1561—Norfolk & Western Ry. Co. 
September 5—Richmond, Va.—Examiner Gibson: 
9404—State Corp. Com. of Va. vs. Sou. Ry. et al. 
September 5—Philadelphia, Pa.—Examiner Watkins: 
9703—E. I. du Pont de Nemours & Co. vs. Central of Georgia 
Ry. Co. et al. 
9689—E. B. Stuart & Co. et al. vs. A. B. & A. Ry. Co. et al. 
September 6—Atlanta, Ga.—Examiner McCawley: 
9637—The en Marble Co. vs. Aberdeen & Rockfish R. R. 
Co. et al. 
9623—A. A. Smith vs. Atlantic Coast Line R. R. Co. 
= Junk Co. of Atlanta, Ga., vs. Southern Ry. Co. 
et al. ai 
September 6—Philadelphia, Pa.—Examiner Watkins: 
9706—The Lehigh Coal and Navigation Co. vs. Pennsylvania 
R. R. Co. et al. 
September 6—Cincinnati, O.—Examiner Fleming: 
9713—The Procter & Gamble Co. vs. Alabama Great Southern 
R. R. Co. et al. 
September 7—La Crosse, Wis.—Examiner Marshall: 
7897—The LaCrosse Shippers’ Assn. et al. vs. Ann Arbor 
R. R. Co. et al. 
$525—The LaCrosse Shippers’ Assn. et al. vs. Ann Arbor 
R. R. Co. et al. 
September 8—New York, N. Y.—Examiner Watkins: 
9688—William Lunham and Walter Moore, co-partners, doing 
business under the firm name and style, Lunham & Moore, 
vs. The Central R. R. Co. of New Jersey. 


September 8—Little Rock, Ark.—Examiner Fleming: 
9083—Will O’Leary vs. K. C. & M. Ry. et al. 
Fourth Section Application 1951, K. C. S. Ry., involving rates 
on grapes, C. L., from Arkansas points to Memphis. 
September 10—Philadelphia, Pa.—Examiner Walter M. Brown: 
* 9709—Currie & Campbell vs. Central R. R. of N. J. 
9696—South Chester Tube Co. vs. P. R. R. et al. 
9668—Delaware River Steel Co. vs. P. & R. 
September 10—Macon, Ga.—Commissioner McChord: 
9624—F reight Bureau Macon Chamber of Commerce vs. S. A. 
L. et al. 
September 10—Boston, Mass.—Examiner Watkins: 
1. & S. 1092—Scrap paper from Boston, Mass. 
1. & S. 1103—Nantucket, Mass., class and commodity rates. 


September 10—Baton Rouge, La.—Examiner Gibson: 
. & S. 1000—Louisiana case. 
6390—Memphis Freight Bureau vs. St. L. I. M. & Sou. et al. 
7250—Shreveport Chamber of Commerce vs. A. & V. et al. 
8845—Natchez Chamber of Commerce vs. La. & Ark. et al. 
g920—Natchez Chamber of Commerce vs. Ark. La. & Gulf 


et al. 
9036—Natchez Chamber of Commerce vs. Ark. & La. Mid. 
t 


et al. 
Fourth Section Applications Nos. 488 et al. 

September 10—Minneapolis, Minn.—Examiner Marshall: 
630—Varley-Wolter Co. vs. B. & O. R. R. et al. 
9097—Northern Potato Traffic Assn. vs. B. & O. et al. 

t. & S. 1096—Wooden package ratings. 

September 10—Muskogee, Okla.—Examiner Fleming: 
8043—American Refining Co. vs. St. L.-S. F. et al. 
8084—American Refining Co. vs. T. & P. Ry. et al. 
8051—American Refining Co. vs. St. L.-S. F. et al. 

September 11—Boston, Mass.—Examiner Watkins: 

* i. & S. 1091—New England dry goods. 

September 12—Tampa, Fla.—Examiner McCawley: 

* 9625—A. J. Nye vs. Atlantic Coast Line R. R. Co. et al. 

September 12—McAlester, Okla.—Examiner Fleming: 

* 9727—Hale-Halsell Grocery Co. vs. New Mexico Central R. R. 

Co. et al. 

September 12—New York, N. Y.—Examiner Walter M. Brown: 

* 9680—Bayway Chemical] Co. et al. vs. C. R. R. of N. J. et al. 

September 13—Providence, R. I.—Examiner Walter M. Brown: 

* 9684—Providence Fruit and Produce Exchange et al. vs. 

American Express Co. et al. 
* 9712—Anthony N. Tourtellot vs. American Express Co. et al. 


September 13—Oklahoma City, Okla.—Examiner Fleming: 
* 8078—Miller Bros. vs. St. L. & S. F. et al. 


September 15—Spokane, Wash.—Examiner Marshall: 

* 9642—Yeakel Fuel Co. vs. Ore.-Wash. R. R. & Nav. Co. 
* 9694—Adams Leather Co. et.al. vs. Can. Pac. et al. 
* 1150—City of Spokane vs. Great Northern. 

* 1151—City of Spokane vs. Nor. Pac. 

* 1152—City of Spokane vs. O. R. & N. Co. 


September 15—Albany, N: Y.—Examiner Walter N. Brown: 

* “oro Perforated Wrapping Co. vs. Ariz. En. R. R 
so. et al. : 

September 15—Gulfport,  Miss.—Examiner McCawley: 

* — Benthuysen Lumber and Tie Co. vs. G. & § I 


September 17—Norfolk, Va.—Examiner Geo. N. Brown: 

* — Shore of Va. Produce Exchange vs. Western 
v\ - &€ al. 

* 9690—Eastern Shore of Va. Produce Exchange vs. A. & $t 
L. R. R. Co. et al. j 

September 17—New Orleans, La.—Examiner McCawley: 

* 9716—Dupont Wholesale Grocery Co. vs. A. G. S. et al. 


September 17—Raton, N. M.—Examiner Fleming: 
* 9491—Swastika Fuel Co. vs. A. P. & S. Ry. Co. et al. 


September 17—Seattle, Wash.—Examiner Marshall: 

7 = Service Commission of Wash. vs. Ala. & Vicks. 
et al. 

September 17—Grand Rapids, Mich.—Examiner Walter N. 
Brewn: 

* 8480—Macey Co. et al. vs. Pere M. et al. 


September 17—Syracuse, N. Y.—Examiner Watkins: 

a ar 9 an Chamber of Commerce vs. N. Y. C. R. R. Co, 
et al. 

* 9618—Merrell-Soule Co. vs. B. & O. R. R. et al. 


September 18—Natchez, Miss.—Examiner McCawley: 

* 9723—Natchez Chamber of Commerce et al. vs. Iron Mount- 

ain et al. 

September 18—Norfolk, Va.—Examiner G. M. Brown: 

* 9708—F.. S. Royster Guano Co. vs. Sou. Ry. Co. 

* Fourth Section Ap. No. 1548—Southern Ry. Co., involving 
rates on commercial fertilizers, C. L., Norfolk, Va., to 
points in North Carolina. 

September 18—Chicago, I1l.—Examiner H. C. Wilson: 

* 9009—Claims for loss or damage of grain. 


September 19—Chicago, Ill.—Examiner W. N. Brown: 
* | & S. 1101i—C. F. A. class rates scale No. 3. 


September 19—El Paso, Tex.—Examiner Fleming: 

* 9721—Meslilla Valley Produce Exchange, Inc., vs. A. T. & §. 
F. Ry. Co. et al. Also Fourth Section Applications Nos. 
622 and 671, Leland, involving rates on wheat, C. L., from 
Texas, Oklahoma, Kansas, Colorado, Nebraska and Illinois 
points to El Paso. 

September 20—Portland, Ore.—Examiner Marshall: 

* ——e Valley Lumbermen’s Assn. vs. Sou. Pac. Co. 
et al. 

September 20—Memphis, Tenn.—Examiner McCawley: 

* 9707—Forked Deer Milling Co. vs. Ill. Cent. et al. 


September 21—Asheville, N. C.—Examiner G. M. Brown: 

* 9653—Carolina Wood Products Co. vs. Sou. Ry. Co. et al. 
Also the following fourth section applications: 1548—Sou. 
Ry. Co.; 1952—L. & N. Ry. Co., involving rates on chestnut 
extract wood from points in Georgia to Canton, N. C. 

* 9636—Graham County Lumber Co. vs. Sou. Ry. Co. et al. 


September 21—Canton, Ohio—Examiner Watkins: 

* 9656—Whitmore-Greer Fireproofing Co. vs. Pa. Co. et al. 

September 21—Portland, Ore.—Examiner Marshall: 

* 9462—U. S. of America vs. Sumpter Valley Ry. Co. et al. 

September 22—Akron, Ohio—Examiner Watkins: 

* 9579—Goodyear Tire and Rubber Co. vs. A. C. & Y. Co. et al. 

* 9579, Sub. No. 1—Kelly Springfield Tire Co. vs. A. C. & Y. 

Ry. Co. et al. 

* 9579, Sub. No. 2—Batavia Rubber Co. vs. Union Ry. Co. et al. 
9720—Goodyear Tire and Rubber Co. vs. A. C. Y. Ry. Co. et al. 
9695—La Crosse Rubber Mills Co. vs. B. & O. R. R. Co. et al. 


SUSPENDED TARIFFS 


August 10, in I. and S. 1052, grain products, minimum 
weights, K. C. M. & O. I. C. C. 248 and M. K. & T. Sup. lb 
to I. C. C. A4059, Supplement 6 to I. C. C. A4173 and Supple- 
ment 5 to I. C. C. A4173 were further suspended from August 
29 until February 28. 

August 11, in I. and S. 1074, runby and set back service, 
Boyd’s I. C. C. A705 was further suspended in part from 
August 29 until February 28. ? 4 

August 11, in I. and S. 1110, absorption of connecting lines 
switching charges on transit grain at Toledo, Supplement 21 to 
N. Y. Central I. C. C. L. S. 215 suspended in part from August 
11 until December 9. 

August 11, in I. & S. 1050, reconsignment case, B. & M. Supl 
plement 1 to I. C. C. No. A1285, Supplement 23 to C. & E. I. ©. 
C. No. 2824, Cumberland V. I. C. C. No. 2226, Evansville & Ind. 
Supplement 5 to I. C. C. No. 5, Supplement 1 to I. C. C. No. 27, 
Supplement 1 to I. C. C. No. 38 and I. C. C. Nos. 43 and 44, 
N. ¥. P. & N. I. C. C. No. 3057 and T. St. L. & W. LCS 
No. A751 were further suspended from August 30 until April 24 

August 14, in I. and S. 1075, crushed rock from Pixleys, Mo. 
Mo. Pac. I. C. C. A3257, was further suspended from August 
29 until February 28. 
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q EFFICIENT TRANSPORTATION SERVICE 


— OF THE 


CLINCHFIELD ROUTE 


A statement of glittering generalities is of no value to a shipper in 
selecting a reliable and efficient route for his shipments. What the shipper 
wants are facts. 


Vestern 


. & St 


THE FACTS ARE: 


The Clinchfield Railway has a short route from the Central West to the Carolinas 
Vicks | and Southeast. 
ter N 


The Clinchfield Railway has a superb roadbed, up-to-date equipment and easy grades 
n. @ | thus insuring heavy train tonnage, which obviates the necessity of ‘‘setting out”’ cars to 
reduce train tonnage, with the consequent delays. 


Mount- 


The Clinchfield Railway by reason of the long distance telephone and telegraph with 
clving Which all stations are connected the entire length of the line insures efficient tracing 
Va. © BP service. 


The Clinchfield Railway has practically no tunnel restrictions. All tunnels are of 
unusual size, which permit of the handling of all large automobile, furniture, or vehicle cars 
is Nos (| NOW in use on any line. Machinery, tanks and other shipments of unusual size on open cars 


from 


‘Tninois § are handled without delay. 
ac. Co. 


The Clinchfield Railway handles shipments of unusual weight. The maximum 
gross weight of car and loading which can be handled is 240,000 pounds. 


The Clinchfield Railway has no large terminal points, thus the route is free from con- 


3 4 gestions or conditions which tend to cause congestions. 

al. The Clinchfield Railway has traffic representatives at important places in the 
ie : North, South and West who will welcome the opportunity to demonstrate the transportation 
. & ¥ && efficiency of the route. 

o. et al 

ot The Clinchfield Railway gives special attention to Claims, Tracing, Accuracy of Rate 


Quotations, and other traffic questions of interest to shippers. 
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 & Ind THEO. DEHON, General Southern Agent J. W. BOTTORFF, General Western Agent 
and ¢ Spartanburg, S. C. Cincinnati, Ohio 
J. J. CAMPION, Vice-President 
Johnson City, Tenn. 
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This directory of Warehousemen, Transfer Agents. Freight Forwarders, Customs Brokers, etc., presents the 
announcements of some of the livest and most progressive of such concerns in the country. They invite cor. 
respondence from our readers and can help you if you will lay your distribution or forwarding difficulties 
before them for solution. Practically branch service available without payroll or building investment, 


Minneapolis Warehouse & Transfer Co. 
MINNEAPOLIS, MINN. 
122 SOUTH FIFTH STREET 


DISTRIBUTORS OF POOL CARS AND GENERAL 
WAREHOUSING 


Western Transfer and Storage Co. 


220 TO 226 STANTON ST. 
EL PASO, TEXAS. 
FORWARDERS AND DISTRIBUTORS. 


DISTRIBUTION CARS A SPECIALTY. 
TWO WAREHOUSES ON TRACK. 
The only FIREPROOF storage in El Paso. 


Cut Rate Package Car Service from Seaboard Territory. 


EDGAR’S SUGAR HOUSE, Inc. 


620-532 LAFAYETTE BLVD. 
DETROIT, MICH. 
Bight fireproof warehouses on tracks of princi rall- 
The only two fireproof warehouses on the river 
front. Low insurance rates in the city. Twelve aute 
tfucks for delivery. Write for further particulars. 


Buffalo Storage & Carting Co. 
350 Seneca St., Buffalo, N. Y. 
Storage, Transfer and Forwarding 
Warehouse on New York Central Tracks 


The Wiley & Nicholls Co. 


UNITED STATES BONDED WAREHOUSES AND 
GENERAL STORAGE-DISTRIBUTORS 


Warenhousemen and Forwarding Agents. Drayage and 
Srectsity: Fireproof Warehouse. Lew- 


POOL CAR SERVIC E 


Kales 


LAWRENCE WAREHOUSE@ 


Yperating 17 Warehouse 


{ _| 


CHICAGO 


Jos. Stockton Transfer Co. 
636 The Rookery Buliding 


Teaming of Every Description—City Delivery Service 
and Carioad Distributors. 


CHARLOTTE, N. C. 


Best distributing point in North and South Carolina, 
Pool Car Distribution, General Merchandise Warehouse, 
Fireproof Building, North and South Carolina Distributors 
for estinghouse Electric Co., De Laval Separator Co., 
New York; B. J. Johnson Soap Co., Milwaukee; Cudahy 
Packing o., Chicago, Ill. (Soap Products). Rates 
quoted for storage and reshipping mixed cars. Write us, 

AMERICAN BROKERAGE & WAREHOUSE CoO. 


LINCOLN, NEB. 


Best Distribution Point In the West 
Merchandise in car lots distributed to all ints. House- 
hold goods assembled and shipped in car lots at reduced 
rates. Cars set to our warehouses without charge. 

GENERAL DRAYAGE AND STORAGE 
Fireproof Buildings—Trackage Space, 7 cars. 
Service—the foundation of our success. 
CARTER TRANSFER & STORAGE CO., 8th and Q Sts. 


ST. JOSEPH TRANSFER CO. 
“ penY Expatss” 
ST. JOSEPH - 2 -) =O. 
MERCHANDISH STORAGE WAREHOUSE. 


CARLOAD AND L. C. L. DISTRIBUTION. 
PROMPT SERVICE GUARANTEED. 


CHICAGO— 
Chicago Storage & Transfer Co., (Not Inc.) 


5817-61 WEST 65TH STREET 


Excellent facilities for shipping L. C. L. lots without 
cartage. Carload distribution a specialty. Daily motor 
deliveries throughout the city at very reasonable prices. 
Floors for rent. 


INSURANCE RATE, 15 Cents. 


ROCHESTER, NEW YORK 


General Storage. Forwarding. Carload Distribution. 


Excellent facilities for reshipping without ca e. Insur- 
ance rate 12 cents. Members of American arehouse- 
men’s Association and American Chain of Warehouses. 


Write for particulars. 
B. R. & P. WAREHOUSE, Inc. KING and MAPLE STS. 


24-CAR SWITCH 


Byvank Transfer & Storage Co. 


623-826 Lafayette St. 
WATERLOO, IOWA. 


RESHIPPING AND DISTRIBUTING 
A SPECIALTY. 


Louisville Public Warehouse Co., Inc. 


LOUISVILLE, KY. 


Import and export freight contracters, transfer s24 
reshipping agents, custom house brokers. Bonded ané 
free warehou~<s. 


ee 
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DIRECTORY OF ATTORNEYS Continued 


John R. Walker 


COMMERCE COUNSEL 
For 


Southern Hardwood Traffic Association. 


Cooperage Traffic Association. 
The Lumbermen’s Bureau. 


808-819 Munsey Bidg., Washington, D. C. 


John B. Daish 


Interstate Commerce Cases Only 


602-606 Hibbs Bidg., Washington, D. C. 


Bureau of Applied Economics 
Southern Building, Washington, D. C. 


Transcription, Compilation, and Analysis 
of Data from Records of Interstate Com- 
merce Commission. 


Exhibits Prepared for Freight 
Rate Cases 
References Furnished. 
Correspondence Invited. 


E. HILTON JACKSON 


ATTORNEY AT LAW 


416 5th St., N. W., 
Washington, D. C. 
Interstate Commerce Commission, 


Federal Trade Commission and 
The Shipping Board 


SAMUEL D. WEAKLEY 
ATTORNEY AT LAW AND COMMERCE COUNSEL 
Practices before Commerce Public 
Utility and Public ~ qn, 
for Alabama 

railroad 


five pm ‘Gales freight and pas- 
es 
smger rates (1907-1914). 


1807-1812 Jefferson County Bank Buliding, 
BIRMINGHAM, ALA. 


R. W. Ropiequet 


ATTORNEY AT LAW 
Interstate Commerce and Public 
Utilities 
Murphy Bullding, East St. Louls, til. 

606 Mermod & Jaccard Bidg., St. Louls, Mo. 


Charles Conradis 


Practices before the 
Interstate Commerce Commission 


418-430 South Market St., Chicago 
506-7-8-9-10 Colorado Bidg., Washington, D. C. 


Walter E. McCornack 


Formerly attorney for Interstate Com- 
merce Commission; Counselor at Law 


Sulte 1555 First National Bank Blidg., 
Chicago, Ill. 


Author of “INTERSTATE CO 
thoritative 
of interstate 


” an au- 
legal treatise on the 
commerce and 


carriers. 
HARRY C. BARNES 
Commerce Attorney and Counselor 
Specialist in all matters to interstate 
commerce. Practitioner before Inter- 
Commerce 


nion Trust Baulidin 


U Ing Southern Bullding 
CINCINNATI, OHIO WASHINGTON, BD. C. 


CLIFFORD THORNE 


Rate and Valuation Cases 


Lytton Bullding, 
Before Courts and Commissions. 


Chicago. 


wean Paul Muller 


ACCOUNTANT AND ATTORWEY-AT-LAW 
420-424 Weodward Bidg., Washington, D. C. 
Cases Invol Financial and Operating 
Cost of yy Tests and Comparisons, and other 


Rate Litigation before State and Federal Commis- 
sions and Courts. 


THOMAS BOND 


Formerly Commerce Counsel for St. 
Louis-San Francisco Railway Co. 


Cases before the Interstate Commerce 
Commission and Public Service Commis- 
sions a specialty. 


Sulte 1401 Central National Bank Bldg., 
St. Louis 


RAYMOND M. HUDSON 


ATTORNEY AT LAW 
BOND BUILDING, WASHINGTON, D. C. 
of Claims, DO Come of M5. Bupreme 
Court, Va. and Md. Courts, vo Departments, 
Congressional Committees, Federal Reserve Board, 
Federal Trade Commission, Interstate Commerce 
Commission. Cable “Rayhud.” 


E. J. McVANN 
ATTORNEY AT LAW 
Interstate Commerce Practice 


CHICAGO—No. 11 South La Salle St. 
WASHINGTON—701 Woodward Bulliding. 


JOHN P. DEVANEY 
ATTORNEY AT LAW 
LAW OF CARRIERS AND INTERSTATE 
COMMERCE PRACTICE 


Sulte 819-24 First Nat.-Soo Line Bidg. 
MINNEAPOLIS, MINN. 
H. J. SHAY, Notary. 


BORDERS, WALTER & BURCHMORE 
1630 First National Bank Building, Chicago, II. 


M. W. Borders 
CORPORATION, INSURANCE 
AND ANTI-TRUST LAWS 


EDWARD E. McCALL 
Counsel 


Luther M. Walter 


John S. Burchmore > 


Formerly Attorneys for Interstate Commerce Commission 
ALL MATTERS AFFECTING CARRIERS AND PUBLIC UTILITIES 


GEORGE V. S. WILLIAMS 


Attorney and Counselor at Law 


CHARLES S. ALLEN 


IN CHARGE OF TRAFFIC MATTERS 


Formerly with I. C. C. and 
Traffic Department Southern Ry. Co. 


165 Broadway, 


NEW YORK CITY 


(Former Member State of New [York Public Service Commission) 


SPECIALTY — Interstate Commerce, Federal 


Trade and Public Utilities Practice 


Ase a Friend of THE TRAFFIC WORLD, piease mention this paper in writing to attorneyse® 
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Fast Daily Freight Service 
CLIN CHFIELD ROUTE 


THREE MORE FACTS @2iN@iFIELD ROUTE | 


The Clinchfield Railway with its connecting carriers operates a system of through package cars for 
less than carload shipments from the Central West to the South which is unsurpassed for promptness 
and regularity of service. 

Through package cars are operated from Cincinnati, Chicago, St. Louis, Louisville and other 
important shipping points. 

Arrangements for additional through package cars are constantly in hand. 
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The Clinchfield Railway affords unexcelled industrial opportunities with its available raw materials 
in almost inexhaustible quantities, proximity and low cost of fuel and power, abundant and reliable 
water supply, high efficiency and low cost of labor, reasonable rates of taxation, splendid factory sites, 
healthful climate, favorable living conditions and adequate transportation facilities to consuming 


markets. 










The Clinchfield Railway has on, and adjacent to, its line the rich Southwest Virginia Coal Field. 
This source of high-grade fuel supply is within one day’s haul of any destination on the Clinchfield 


Railway. 
BROADEN YOUR FIELD OF OPPORTUNITY BY USE OF CLINCHFIELD FACILITIES 







Our —_—— will be glad to serve you 
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When You Ship Abroad 


The war has disarranged the ordinary channels of foreign commerce 
and has made necessary many changes in the methods of handling weal 
import and export business. You can overcome these adverse con- A 
ditions by using Wells Fargo’s Foreign Service. as 














One ) 
Six 


We have our own offices or responsible representatives in all parts of = 


the world. Our unquestioned responsibility and extensive connec- — 


: + X 3 ° ° ° A 
tions, make Wells Fargo’s foreign service peculiarly valuable to = 
foreign trade. fol 
We issued through bills of lading and arrange marine insurance. 

Shippers invoices and drafts are collected at reasonable rates. If 
havi 

Complete customs brokerage departments are maintained at New York, the 
Chicago, San Francisco, New Orleans, El Paso, Seattle and Tacoma. pro’ 
in 1 

Wells Fargo has its own offices in Shanghai and Manila for efficient una 
handling of trade in the Far East. in | 
tud 

Our organization will be found to be of great value as a forwarding The 
and financing facility between American and foreign merchants and as 
manufacturers, especially in connection with new accounts. More- _ 
over, it enables Wells Fargo to execute special commissions abroad. oi 
Sec) 

Rates for freight and express service quoted and information furnished. 1 
Wells Fargo will serve you with intelligence, tact and promptness. “vi 
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